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THE SPORTS-CAR OF SPORTSMEN i 


By land or by sea—he prefers his action with dramatic flavor. That's why the Austin-Healey 13 








\ 7) P 


100-Six is his car. For here is a pulse-quickening blend of superb engineering and sophisti- 


ated styling that satisfies his demands. If you are such a man--you owe yourself a test drive 


Austex. fenler, 


100-SIX 
BUILT TO RUN ’TIL THE ROAD WEARS OUT. 

















THE BRITISH MOTOR CORPORATION, LTD., f Austin-Healey, Austin, MG, Magnette, Morris and Riley cars 


Represented in the United States by HAMBRO AUTOMOTIVE CORP., Dept. SCI, 27 W. 57th St., New York 19, N.Y. 
Sold and serviced by a nationwide network of distributors and dealers. 




































































































The monvols are in all cases the OFFICIAL 
Manvols produced by the automobile manufac- 
turers themselves 

184 Official TR-2/TR-3 Factory Manual... $15.00 
181 Official MGA Factory Manval $12.50 
57 Official Complete Jaguar Factory Service Man- 


val for MK Vil and XK 120 Models. For XK 


140 owners also $15.00 
48 Officiol Austin Healey 100-4 Factory Service 
Manval Thru ‘56 $12.50 
3 Officio! Austin Healey 100-6 Factory Man- 
val & ee ye 
Only Helmet now Authorized by Snell Foundation 
182 Bell SOOTX Racing Helmet, with visor (not face 
shield). Approved for SCCA-sponsored races and 





driving schools. Give Hat Size $38.50 
202. Bell SOOTX Racing Helmet, with shatter-re- 
sistant bubble face shield. Give Hat Size $43.45 


203 Shatter-resistant bubble face 
fit 2182 above. Give Helmet Size 
183 Bell SOOTX Racing Helmet, as above but with- 
out visor or face shield. Give Hat Size $36.50 
49 Scottie Book of Motor Racing by S. Moss.....$1.00 
152 The Bugatti Book compiled by Eaglesfield $8.50 
210 M.G. Cars by C. P. Davidson $3.50 
115 Car Driving As An Art by Davis, Rev. Ed. $3.50 
180 Ferrari and Maserati in Action 
204 All About The Volkswagen: 


shield only, to 
$4.95 


$4.06 


A Comprehensive 


ind Technical Manual for Engineers, Owners 
Mechanics and Top Tuners. By H. Elfrink. $3.50 
87 World's Automobiles 1880-1955 $4.00 
20 Pursuit of Victory by Karl Kling $4.00 


205 The Vanwall Story by Louis Klemantaski & 
Michael Frostick $3.75 
206 Lotus: The First Ten Years by I. H. Smith. $5.00 
213 Case History by Norman Smith. Gives back- 
round facts of famous Marques Alfa Romeo, 
Mercedes-Benz, Auto Union, Lago-Talbot, Cisita- 
ia, Ferrari, Delage, H.W.M., Maserati and others 
A fascinating volume of motoring . history....$7.50 
07 Manifold Pressures by Brockbank $2.25 
O08 Motoring Is My Business by John Bolster $4.50 
19 Stevens Rally Indicator Model 25 most accu 
ite computer available, 9-inch diameter $14.00 
14 Brockbank Omnibus. The latest from Britain's 
famous and foremost motoring § cartoonist A 
iugh on every page $5.50 


215 British Sports Cars by Gregor Grant $5.00 
212 Motor Racing Circuits of Europe $4.50 
141 Grond Prix Car, Vol. 1 by Pomeroy $16.50 
42 Grand Prix Car, Vol. 2 by Pomeroy $20.00 
43 Grand Prix Car, 2 volume set $32.50 


18 Design and Tuning of Competition Engines by 
Smith. Greatly expanded & revised new edition 
Easy to understand, covers the whole field. $8.50 

: 45 Automobile Engineer's Ref 
y erence Book. 57 British auto 
mobile specialists contribute 
half-a-million words in 1664 
pages, 1010 diagrams, 255 





photos in 30 main sections 
covering every aspect of the 
lesign and production” of 
motor cars $20.00 


36 «~The Big Race. The Story 


of Motor Racing $4.00 
161 The VW Story, Beyond 
Expectation $4.00 
28 The High Speed Internal 


Combustion Engine by Ricardo 


The classic work $12.50 

76 Automobile Chassis Design $9.50 
41 Maintaining the Breed. Saga of MGs $5.50 
1) Tuning and Maintenance of MGs $5.00 
99 MG Workshop Manual $8.50 
8S Tuning and Maintenance of MGA by P. Smith 
voted entirely to MGA and Magnette $5.00 
Motor Racing edited by Sammy Davis $8.50 


4 Aston-Martin; Story of a Sports Car 1921-1957 
357 pages, fully illustrated $12.50 
Sports Cars, Rallies, Trials, & Gymkhanas biz 

x 11” pages. For expert and novice $6.00 
Three-Pointed Star: The Story of Mercedes-Benz 
and-away the best book on the Mercedes. 51” 


2”, 478 pages, 78 photos $8.50 
High-Performance Cars 1958, $2.00 
Tuning for Speed and Economy $4.00 
NEW MODERN SPORTS CAR SERIES 
Guide to Buying a Used Sports Car by John 
isty . $1.95 
Jaguar Guide by John Bentley $1.95 
Guide to Competition Driving by P. O'Shea $1.95 
Guide to Rallying by Larry Reid 51.95 


Sports Cars of the World by Robert Halmi. $1.95 
Porsche Guide by Sloniger 
Motor Scooter Guide by Kahn $1.95 
MG Guide by J. Christy & K. Ludvigsen. $1.95 
Great Racing Drivers, by Tanner. $1.95 

Women in Sports Car Competition, by Mull. $1.95 
Corvette Guide, by Dr. R. K. Thompson. 1.95 
Volkswagen Guide, by William Carroll 
Sports Clothes for Sports Cars, by Weitz. $1.95 
Accessories for Your Sports Car, by Reid. $1.95 





Your Sports Car Engine, by Ludvigsen $1.95 
Races That Shook The World by Walkerly. $1.95 
Larry Reid's Rally Tables $1.95 







stage Free on Receipt of Your Order 
Remittance. 





By Denis Jenkinson, world’s foremost 
motorsport journalist 


Order +200 on coupon below at regular price of $5.00, or we shall 
send it to you FIREE when your order on the coupon below for 
other sports car books, etc., listed here is $15.00 or more 


Brand New Book for expert and novice racing drivers and all sports car 
enthusiasts who want to practise and understand better the art 


driving. The author is the only person who has bee 
over and over again with Fangio, Moss, Hawthorn 


drivers. Jenkinson gives you an absolutely unique “‘eye-witness”’ report 


Sit beside Moss, Fangio and Hawthorn at speed, 
Clearly written yet a thrilling adventure 
covered book (6” x 9” with 35 


to read, this 


und fast driving what our standard book, Campbell's 


Design and Performance is to the sports car the bes 


in the world. Here are some of the points THE RACING DRIVER: The Theory and 


Chapters: 1. ART: Subconscious Instruction, Per- 
sonal Limitations; 2 DETERMINATION Sports 
Car Racing, “The Will to Win Driving t 
Limit from Start; 3. ‘‘TENTHS"': Evaluating Driv- 
ing Ability, “On the Limit’, “Dicing with Death 
Record Laps; 4. LEARNING: The Technique of 
Reducing Lap Times, The Off-Line Technique, 
Instrument Reading, Importance of Simple Instru- 
ment Lay-out; 5. STARTING Gamesmanship 
“Jumping the Flag’, Alternative Methods, The 


Le Mans-Type Start; 6. ‘‘TIGER Hawthorn and 
Moss, Accepting the Challenge, ‘‘Tigers’’ versus 
Bulls; 7. ‘‘MOMENTS": Wheel to Wheel, Panto- 
mime, Proprioceptors, Regaining Contr Flick 
Turns; 8. FRIGHT: Experience and Anticipation 


Speed Happiness”, Fighting Instincts; 9. ANALY- 


““THE THEORY AND PRACTICE OF FAST DRIVING is the subtitle of this excellent book 


quite deeply into both the best ever 
habits."" — Road & Track Reviewer 


200. THE RACING DRIVER: The Theory and Practice of Fast Driving 


FREE with every purchase of $15.00 or over! : 


THE RACING DRIVER: abe Es' 
The Theory and Practice of Fast Driving 


35 Photographs and Diagrams) is to racing 


$5.00 


of fast 
Mn a racing pussenger 
and other top racing 
you 
driving at the limit 
big, handsome, hard- 


THE SPORTS CAR: Its 
t book on the subject 
Practice of Fast Driving covers 
$IS: Anticipation, Chain Reaction, Human Fall 
bility, Vision at High Speeds; 10. THEORY: Side 
fhrust and Slip-Angle, Front and Rear Sli 
Angles, Under-, Over-, and Neutral Steer, Steerin 
Corrections; 11. UNDERSTEER: Under aul 
and Braking, Front-End Break-Away, Tazio Nuy 
lari, Sidecar Acrobatics, Moss and the 300SI 
Ihe Value of Induced Understeer; 12. OVERSTEER 
Power-Control of the Rear-End, W196, Supe 
Squalo and Lancia DSO, On a Hairpin Corner 
13. INSTINCTS: ‘“‘Heel-and-Toe’’, The Wrong Peda 
Stop or Get Round Somehow?, Skillful Rec 
ery; 14. MORALE: Pit-Stops. A Renewal of Fait 
Italian Sympathy; 15. RETIREMENT: Right Momer 
and Right Manner Old Hands Selfishnes 
Philanthrop 


b 


Acceler 





and the author goes 


written on contemporary drivers and their racing styles and 


on purchases less than $15.00 $5.04 





211 Automobile Year — 1959 (Number 6) The 
most beautiful, complete and exciting automobile 
book in the world. This latest edition of one « 
the world’s handsomest books has everything to 
fascinate the automobile enthusiast. Its accurate 
thorough, profusely-illustrated regular features in- 
clude: All the new special-body and dream 
a complete, illustrated catalog of all 1959 
of the world with major specifications; summary 
of the most important technical changes in the 
cars and the world wide ec 
in the automobile industry. Only in the new edi- 
tion of Automobile Yeor can you read the first 
comprehensive reports on: The automobile industry 
in the U.S.S.R.; Russian motor racing and sports 
cars. The new, 230-page Automobile Year also has 
A history of Mercedes-Benz; Australian Car In- 
dustry and Sport Today; Automobile Safety in 
America and the Contribution of the Cornel 
University automotive crash injury research group 
For the enthusiast Autemeobile Yeor again pro- 
vides: Reports on all Grand Prix and 
Car World Championship Races; Graphs showing 
lap-by-lap positions; full results, retirements and 
records; starting grids and practice times; dozens 
of the famous Automobile Year photo- 
graphs; two-page color cutaway of Aston Martin 
the European mountain-climbing championship 

forerunner of a new 1959 international series 
famous modifications of European pro- 


f 


cars 


cars 


nomic developments 


Sports 


yor 
color 


current 


duction cars; what makes a true champion, writ- 
ten by a famous Italian journalist who has 
known them all and watched them ace for 30 
years; an assessment of the 1958 Racing cars 


and races and the potential repercussions of the 


change in the 1961 Grand Prix formula $9.95 
217 Automobile Year 1954, No. | $9.95 
218 Automobile Year 1955, No. 2 $9.95 


New ‘expanded revised editions of Judge's Mo- 
tor Manuals now ready! The best elementcry 


but detailed treatments available! 

64 Motor Manuals, Vol. 1, Auto. Engines $5.00 

65 Motor Manvals, Vol. 2, Carburetors and Fuel 
$5.00 


Injection Systems i 
66 Motor Manuals, Vol.. 3, Mechanism of The 
Car 5. 
67 Motor Manvals, Vol. 4, Car Maintenance and 
Repair $5 


216 Motor Manuals, Four Volume Set.....$17.50 





37 Juan Manual Fangio 
x4 Volkswagen Owner's Handbook 
86 Motor Racing Management by Wyer 


$5.00 
$2.00 


$4.5( 








162 Automobile Year 1956, No. 3 


SY_YS 
163 Automobile Year 1957, No. 4 $9.95 
164. Automobile Yeor 1958, “ 5 $9.95 
155 The Sports Car: Its Design and Performance, by 
Colin Campovell. Recommended by the Techni 


Correspondence Editor of Road & Tr 
best reference book on suspension a 
sign. The first thorough and syst 


f the sports car fron techni 





il point of view 
layman's language New, completely re 
vised and expanded edition is now being printed 
Order today to be sure of your copy at the same 
low price $6.5 
1 Alf Francis, Racing Mechanic. With foreword 

Stirling Moss. Unique in coverage $6. 5¢ 


151 Modern Sports Car by McCahill 


in a 


$3.95 


y- CLIP THIS COUPON—CIRCLE THE BOOKS YOU WISH~ 
To ROBERT BENTLEY, INC., 993 Massachusetts Ave., Cambridge 38, Mass. 


in check or money order 

+43 2 i? 3B wa x 37 41 45 48 49 §7 
58 59 60 61 62 65 64 65 66 67 69 70 71 72 76 8&4 

1s 86 87 99 100 115 138 141 142 143 151 182 155 
161 162 163 164 179 180 181 182 183 184 186 187 
188 189 190 191 192 193 200 202 203 204 205 206 
207 208 210 211 212 213 214 215 216 217 218 


200 Free under special offer 


| | enclose $ 
, > 


Please check 


l 

1 

I 

I 

<= an aD anan quasenen anes ananenenen qnasasanesanasenanenasanamenanl 


SCI 69 

Please supply books circled at left. Send to 
Name 
Street 

City Zone 

Check for Special Del 


State 
Add 75c to remittance 
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Lancia Appia Sedan eee S. te : 
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Are you driving an imported car? 


Goodyear can fit it with a Turnpike-Proved Tire ... 
made with new rubbers, new chemicals, new cords 


Whether it’s a sports car, or one of 
the popular new economy cars 
Goodyear has a tire specifically en- 
gineered for it. 

Goodyear makes tires to fit 94‘ 
of all the current imports 
275 models of more than 50 makes 
of foreign cars. 


And remember — every Goodyear 
tire is a Turnptke-Proved Tire. 
Built with new rubbers, new chem- 
icals and exclusive Goodyear 3-T 
Cord, triple-tempered under pre- 


GOODSYEA 


a total of 


cisely controlled Tension, Tempera- 
ture and Time, these Turnpike- 
Proved Tires by Goodyear will give 
you more mileage no matter where or 
how you drive ...and with greater 
safety than ever before. 

You can get these great new tires 
from Goodyear dealers across the 
country. And with these tires, you 
can count on getting the same rapid, 
skilled service for which Goodyear 
has always been famous. Goodyear, 


Akron 16, Ohio. 











MORE PEOPLE RIDE ON GOODYEAR TIRES THAN ON ANY OTHER KIND! 


Watch “‘( 


;00dyear Theater” 


on TV every 


other Monday evening. 































































Even an 
Insolent Chariot 


ISN'T 





with Oilzum 


Whether your car was built in Bir- 
mingham, Detroit or Milano ... it’s 
a sure bet that Oilzum Motor Oil in 
the “sump” will assure you of a 
smoother-running engine. 

Oilzum is “precision blended” .. . 
a clean, rugged, “slipperier” lubricant 
that wrings out every last revolution, 
while protecting your equipment. 

HD or non-additive Oilzum is 
available in all SAE grades and 
standard containers. Also in the 2.5 
Liter Can, exact measure for crank- 
cases of Volkswagen and Renault 
Dauphine. 

New dealer inquiries invited. The 
White & Bagley Company, 105 Foster 
St., Worcester, Mass., U. S. A. 


. . 0 
The winning eo 
marque in S> 


motor oils 
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very sincerely yours 


ERE VE IS, Spring alyeady and with it another racing season. From the standpoint 


of sheer volume this is the biggest one yet. Judging from the schedules arriving 


daily at this desk there are as many as two race meets a week-end in some areas 

From one point of view it might seem that the cow is being milked dry but such is not 

eallv the case. Most of these events are on the club or regional level, the number of mayor 
events remaining about the same 

What this means. of course, is that club racing has at lone last come of age witl 

more racing for everybody and better stull racing for all levels of talent and ability 

th physical and financial 

lo this end many of the clubs and SCC. regions have revised the racing classification 

on a performance potential basis rather than on the basis of displacement alone. This wa 

vegun a year ago by the California Sports Car Club with great success both from the drivers 

and spectators’ points of view. | nfortunately few of the regions took it upon themsely« 


to branch off from the very rational Cal Club judgements and the result in those regiot 


ce charitable, chaotic. The danger of this system is that untair grouping can result 


kor imstance one region in the Kast has the Alfa Romeo Veloc grouped with the 


is, LO 


Lancia Appia GI and Turner. The Appia is about a match for the Sprite which is on 
class down. In another class they have the AC Ace lumped with the far more powertul \( 
Bristol and the Porsche Carrera G.I lo illustrate how this works out, Porsche GIT tin 
around a certain eastern track is 1:13, Ace Bristol time is 1:16 and AC Ace time is aroun 
1:20. All of which hands the class to the Carrera 

These inequities will probably work out in time but it does seem that the Cal Clul 


vear of experience should be heeded and their grouping followed 


rather than an arbitra) 
grouping based on arm hair reasoning 

With so many more races and so many more people racing, we felt that it was abo 
time to implement our past contention that production cars must, to be successful at racing 
first be made raceable. This is not to say that they must be hopped up but that they mus 
be properly prepared over and beyond the mere addition of a roll bar and seat belts 

lo this end we begin a series on preparing various production cars for competitio 

ally with no hopping in the accepted sense of the term. We are not merely reportis 
on what others have done either; we are taking each car in turn and actually doing tt 
work. First up is the MG ‘win Cam which was prepared by Joe Virag whom readers wi 
remember reworked a Sprite for us a few months back. Next will be the long neglect 
but potential-loaded Triumph TR3, followed by the Austin Healey 100-Six. These last tw 
are undergoing treatment by Ed Brown who prepared this year’s Sebring Morgan ai 
who handled the tools on last’ year’s Sebring Healeys and Dick Thompson's SC¢ 
Championship Healey. Alfa Romeo and AC Bristol will follow these. In brief, we) 
sticking Our necks out and actually putting the cars we'll be talking about into competiti 
with their peers. One thing is sure, there'll be no grounds for protest evervthing thi 
s done will be public knowledgc 


jyohin christy 





“MAN, THAT WAS ONE OF THE HARDEST RING JOBS I EVER DID!” 
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If transportation is all you're | for in a car, 
Corvette is not for you. 

Corvette is a polished instrument specifically designed 
for driving pleasure, with the crisp, clean precision of 
handling and steering, the almost electronic responses 
that are the mark of the true sports car. Sure, it is 
wonderfully comfortable and dead reliable—but it is 
primarily a driver’s machine, shaped and sprung and 
powered for the top-grade motorist. 

This is not every man’s car, and we 


f pretending that it is. The solid 


to savor tnen 
Corvette is from a different 
other car made in 
shape or uses ultra-strong, 
body shell. No otner U 
than a faint echo of 
excitement. You want 
can be slung between 


oe L- 
nis WGK :.. 


RRR 
CORVETTE by Chevrolet 
aE 
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A 2.4 litre Jaguar is forced into front-end break- 
away in a Dunlop Proving Ground cornering test 


A word on cornering, the test of tire and driver 
(with a footnote on broken glass) 


On the corners — that’s where a racing 
driver's sheer skill can gain him real 
ground over more powerful rivals. It’s 
here, too, that the non-racer can get the 
kick that comes from proving his 
prowess. 

The cornering techniques that help 
win races are the same ones that make 
all sports car driving safer and more 
fun. Here’s the basic routine, in capsule 
form: 

Back off on the gas as you near the 
curve, punch the brake, shift down. 
Point into the bend — aim at its apex. 
Then nuzzle the throttle, start to 
straighten — and pour on the coal. 

(Your next step—if you're racing 
— is to glance in the mirror at the cars 
you've out-cornered. ) 

This cornering technique is the best 
way to solve the key problem you meet 
on every curve — the tendency of your 
car to keep going straight. And the 
greater your speed, the greater the 
problem. 

Now, your engine has plenty of 
power to fight this tendency, but that 
power must get to the road in the form 
of traction. And it is your skill — and 
your tires —that keep this traction at 
its Maximum 

Both the pattern and the compound 
of the tread count in cornering. In 
Dunlop's RS-4 Roadspeed, for example, 
the tread pattern adjusts itself automat- 


There’s a world of confidence in 


DUNLOP 


TIRE AND RUBBER CORPORATION, BUFFALO 5, N.Y. 


8 





Precise cornering force information is ob- 
tained by Dunlop for all speeds, all degrees 
of cornering stress 


ically for corners (as well as for start- 
ing, stopping and straightaways). And 
the new RS-4 compound delivers up to 
300% better grip im the wet than previ- 
ous compounds. 

The RS-4— in fac tory test and owner 
use — has proved out as the fastest, saf- 
est standard sports car tire made. Its 
high comfort factor fits it for high speed 
saloon cars, too. 

The broken glass? Don't worry about 
it. We drove a car on Dunlops back and 
forth in a glass-strewn gutter for an 
hour. Not a puncture 
was ground to powder 


though the glass 


| 















letters 


CHEV vs.... 

With reference to Mr. John Christy’s 
“Very Sincerely (March 
1959) I should like to see facts and figures 
to back up the statement that “Chev pow 
ered equipment has taken on the best in 


Yours” column, 


the world and decisively beaten it time and 
again.” So far as I know Chev has not 
competed successfully in major European 
Grands Prix; the only standard on which 
a statement of this type can be based. Its 
efforts at Le Mans were hardly breathtak 
ing but certainly showed improvement. 
Martin W. Brown 
New York, N.Y. 


A fair 
national meeting during which nothing, 
Maserati V-8 could 
touch the Chev equipment. To our certain 


example is Nassau, an inte) 


not even a 5.9 liter 
knowledge Chevrolet neve competed at 


Le Mans, but in the U.S. 
cars mopped up the ’58 season against any 


Chev-powered 


and all in their displacement class. As for 
Grand Prix, the Chev, 4.9 Ferrari, 3.8 Fer 
rari, 4.5 Maserati, and 3.8 Jaguar are all 
well over the displacement limit 


I've got to hand it to you; it was a 
stroke of genius commissioning Race 
Brown to write a series on the Chev V-8 
I would like to pose a question though 
You imply in places in the March issue 
that the Chev, when properly modified 
will compete with the 5.9 Maserati V-8 en 
gine. I have seen several horsepower figures 
for this engine—all between 500 and 530 
bhp. Does this indicate: (a) 
ponies are small, or (b) Americans can’t 
tune Italian engines? I don’t believe that a 


Maserati 


Chev will put out much over 400 bhp on 
gas, unblown. 
Marshall D. Buck 
Pasadena, Cal. 


Italian horses have always proven a bit 
on the Shetland side when run on Ame? 
ican dynamometers, particularly in the 
glamour categories though not usually in 
the smaller more common units. The basis 
for the conclusion is also by observation 
of the 


Sadler on the same course under the same 


big Maserati, the Scarab and the 


conditions. 


WHOOPS 

The fact that I am an enthusiastic Bug 
gatiste led me naturally to your articl 
“Knock Down The Wall, S’il Vous Plait’ 
in your April issue of SCI. 

On page 19, first column last paragraph 
Mr. Dreyfus and Mr. 
quote, “A 
run out and warmed up and I began the 


Purdy say, and | 
Type 51 Grand Prix car was 
tests.” This statement I cannot disput 
but the sketch on page 19 shows, I believe 
a Type 35 and not a 51. If I am wrong 
may Ettore forgive me, and if you are 
wrong may he forgive you. 

By the way how about some articles o1 
classics like the 35 ane 


some of the ‘classic’ 


? 


the 35-c, etc. I enjoy your mag immensel\ 
and would like to see articles of this son 
once in a while. Keep up the good work 
you make life worth living. 

Donild F. Kinsey 


E. Lansing, Mich. 
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FIVE EXTRAORDINARY LP RECORDINGS 


— Another first for our roving re- VINTAGE 
cording crew. England is the SPC RTS ¢ ARS ; 
home of some of the world’s most IN STEREO #2 
famous vintage racing machines. "he 
Hear for the first time such leg- 
endary engines as the E.R.A., 
Delage, V16 Maserati, 51 
Bugatti, P3 Alfa Romeo, Alta, 
Frazer-Nash Boulougne etc., re- 
corded revving and at speed with 
on the spot descriptions by world 
renowned racing authority David 
Scott-Moncrieff. Available in 
both monaural and stereo 
versions. 









RLP 5013 $5.95 RLP 1115 (stereo) $5.95 
Peter Ustinov, a sports and racing car devotee of long standing 
has taken a close look at our popular Sports Car Series and has PETER USTINOY 


Se ee ae 
aise 


<shks 





come up with a devastating parody of his own. Creating all 
sounds and voices himself, Ustinov satirizes all that we hold 
dear and familiar in the world of racing. Hear the exciting 
sounds of the Fanfani, Schnorcedes, America’s own Wildfowl, 
the Orgini etc. Thrill to the Le Mans start, interviews with Bill 
Dill, Girling Foss, World Champion Fandango and other drivers 
you know so well. Wives, sweethearts and friends who have never 
understood our records will love this one. 


RLP 12-883 $4.98 
—~_4 


A FANTASTIC NEW RELEASE: We went to England via 
BOAC just to bring you the sounds of the two greatest racing 
~ * “an tad bast cars ever built. Brought out of the museum for this special exhi- 
At - bition and driven by Peter Collins and Tony Brooks, the W 125 

el ed and W 163 Mercedes are the only cars which have ever actually 


Gan #% Ra made our eardrums ache from the sounds of their engines. Idling, 


MERCEDES-BENZ 


at speed, shifting, starting, stopping etc. the sounds on this disc 
are the absolute ultimate in racing car recording. 
RLP 5012 $5.95 


Sports Cars in Stereo is another example of Riverside’s out- ; 
standing leadership in the field of recording. If you have a stereo Spo rts eo 
system or if you anticipate going into stereo this record is a must! ~ Cars 
Imagine being on the Esses, on the straights, at technical inspec- ie) 

tion at Sebring as Ferraris, Astons, Jaguars, Oscas, etc. roar 
through your living room from left to right. 

It’s difficult to describe the sensation of hearing a supertuned 
competition machine hurtling towards you from your left, shift 
gears with neck-snapping precision not two feet from where you 
stand and then scream off into the distance on your right. This 
is not just an audio thrill, it is a physical experience. 





RLP 1101 $5.95 
And don’t forget our other outstanding releases: 


5001 Sounds of Sebring 1956 5004 Stirling Moss 5007 Marquis de Portago 
5002 Sports Cars in Hi-Fi 5005 Phil Hill 5008 /9 Sounds of Sebring 1957 
5003 Pit Stop 5006 Carroll Shelby 5010 Cuban Corners 


And this year’s ... SOUNDS OF SEBRING — 5011 Sound of Sebring 1958 


Please rush records checked. [] 5001 [_] 5002 [] 5003 [-] 5004 [] 5005 [-] 5006[_] 5007 


] 5010 [-] 5011 [] 5012 [] 5013 [] 1101 [-] 1115 at $5.95 each [ ] 5008/9 at $11.90 


RIVERSIDE RECORDS | 12-833 at $4.98 








el 











553 WEST 51 ST Send the records postpaid. | enclose $ . No C.O.D. 
NEW YORK 19, N. Y NAME 


ADDRESS 
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FUEL LEVEL GAUGE 


OIL TEMP GAUGE 


For Volkswagen and K-G 
ALL ELECTRIC! 


The only instrument of its type, for Volkswagen and Karmann-Ghia! 
Provides greater driving security because the built-in warning light tells you 
when it’s time to add gas, flashing on the moment you start to use your reserve 
supply! No more bending down while driving, to open the reserve tank valve — 
the new 2-IN-1 permits you to leave the valve open permanently! Provides 
greater engine protection as well, because it presents an exact oil temperature 
check at all times! TWO precision gauges... in ONE 2%” chrome case! 


Ail-electric. Complete with Fuel Float Assembly, Low-Fuel-Level We:rning Unit, Oil 
Temperature Sensing Unit, plus step-by-step instructions for easy, do-it-yourself 
installation. Volkswagen and Karmonn-Ghia models, ‘56 and later, $29.95 
Installation Accessories: 
Adapter Plate, Model AP-1, for 2-IN-1 and all 2%” instruments, $1.95* 
Chrome Under-Dash Mounting Bracket, Model AC-60, for above, $1.75 


* Specify Color 


MotoMeter 
Competition Quality 


TIRE 
TESTERS 


Only one sure way to know your tires are properly inflated—and that’s with 
MotoMeter! Used by professionals to attain the exact tire pressure necessary 
for top performance, superb cornering, maximum safety and longer tire life! 
Supplied with attractive leather pouch. 


Model TT-211, Capillary-Type, 9-43 Ibs., $2.95 
Model CT-200, Clock-Type, 10-50 Ibs., $2.95 





Write Today for FREE CATALOG! 


Order From Your Dealer, or 








FISHER PRODUCTS « 21-25 44th Drive  L. |. City 1, N. Y. 
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technotes 


FERRARI-CHEVY 

I have just finished your fine “Chevy 
issue.’ It has turned out to be one of the 
finest issues to date. However, I have a 
few reservations which I would like to 
make known here. 

The Chevy rockerbox is indeed a fine 
sports engine, with its ruggedness, versa 
tility, and excellent power/displacement 
ratio, but it isn’t, I believe, a good substi 
tute for an OHC powerplant. In Mr. Rob 
ert Lee Behme’s article about a Chevy 
Ferrari combination, I observed that Mr. 
Behme apparently thinks that a_ stock 
touring Ferrari is a slow car. If he thinks 
this, I strongly urge him to take a ride in 
a strictly stock 250 GT, or even an older 
212 Vignale. I am sure he will experience 
a change of mind. 

Unless the 2.6 V-12 that was ousted was 
very tired indeed, I see no true reason for 
the switch. This is comparable to putting 
an Austin-Healey engine in a 750-cc Osca 
Sure, you'd have more POWER, but the 
little giant isn’t designed to receive such 
a “huge engine”. The 2.6 Ferrari is ad 
mittedly no ball of fire, but it doesn’t take 
a purist to see that every car can’t, and 
shouldn't, be a fugitive from a drag strip 
I think we all would be very sad indeed to 
see the Lotus. Osca, and other such firms 
drowned under a deluge of cars like Zbor 
owski’s 18-odd liter Chitty-Chitty-Bang 
Bang II. Good things sometimes comes in 
little packages 

One more thing, by your leave at the 
end of this article, a Chevy mechanic is 
quoted as saying, upon viewing the Fer 
rari-Chevy, “I'll be darned, have those 
foreign fellows finally come to thei 
senses?’’ Come, now. 

Malcolm Todd 
Havana, Cuba 

Well, well, we certainly stirred up a hor 
net’s nest with our Chevy issue. This is one 
of the milder letters we received and is 
one of the few that can be answered. First 
of all, it should be made clear that the en 
gine of the 2.6 Ferrari was very tired in 
deed. Secondly, it should come as no sur 
prise to learn that Ferrari engine rebuild 
ing can be very expensive. Thirdly, even 
though exquisite tuning of a 2600 cc V-12 
may bring its rated horsepower up to that 
of a mild V-8 of nearly twice the inches 
nothing but a big monstrous blower would 
do the same to the torque. Mr. Bok’s in 
stallation gave him a fresh engine, ful 
of pep, at low cost (well, relatively low 
and with all the reliability a man could 
ask for. 

Please notice that a V-12 was replaced 
with a V-8, not by an awkward to insta 
in-line six or eight. Also note that the 
Chev is the lightest, smallest American V'-8 
available. Now if he’d put in a six or seven 
liter Lincoln or Buick engine, then I’d 
say it was all pretty ridiculous. On the 
other hand, if he could afford a brand-nei 
250 GT Ferrari (bored out to 3000 cc and 
hot-rodded now to put out 240 bhp in 
stead of merely 170) the only thing he'd 
put in it is his foot. 


As to your last point, we may not have 


a poet on the staff, but we know one an 


sometimes he lets us use his license 
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FOR THOSE WHO Wail ACCEPT ONLY THE FINEST 
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jp prices from 
$2892* 


“If ever there was a car that combines the features of a sportscar and a 
family car—and does justice to each—it’s the Lancia Flaminia} says Motor Trend. 
Italians build such exciting motor cars...their flair for advanced 
engineering, creative design, and superb craftsmanship reaches its peak in 

these great Lancia cars. Before you buy any fine motorcar, see Lancia. 


SESTED RETAIL PRICES POE * Illustrated, Flamin 


HOFFMAN U.S. Distributor » New York: 443 Park Ave., PLaza 9-5120 + Beverly Hills: 9130 Wilshire, CRestview 4-8231 + 









all for Your Nearest Dealer 
“ — = 1 
CU Lu I y= we io a MTS 
: Sa AN “<f > =e “g © ‘ ; - 
las : \ z + é % ) © % ~ ’ oO % es 
f s f2 J ' : ; 
et ME ge ow Lo oF 
APPIA SEDAN APPIA CONV., VIGNALE APPIA COUPE FARINA APPIA COUPE, ZAGATO S AURELIA CONVERTIBLE FLAMINIA SEDAN 
30 mph, $2892 90 mph, $4490 90 mph, $4598 107 mph, $4708 109 mph, $5830 100 mph, $5998 














NEW 


ignition analyzer kit 


of comparable analyzers Y= me 


So ae 


MODEL IA-1 


$5995 


SHPG. WT. 20 LBS 


* easy to build * locates ignition trouble 


* shows adjustments necessary for peak 
performance 


Here is a professional type ignition analyzer in ‘‘do-it-yourself'' kit form to 
make your engine service and adjustment work easier. You can do a better 
job—and do it faster, with this new sérvice tool. Quickly connects to engine 
to show complete wave cycle of ignition system and reveal troubles in plugs, 
coil, distributor, condenser, points, timing, etc. Comparable to units selling 
for more than twice the price. No electronic experience required for success- 
ful construction. Kit includes all parts, step-by-step instructions, and large 
pictorial diagrams. Send for details—or order your ignition analyzer now! 










ii ihieieebe HEATH COMPANY « BENTON HARBOR 26, MICH. 


| a Syosidiary of Daystrom, Inc. 
fae ] 





name 











state 














12 


SPORTS CARS ILLUSTRATED/JUNE 


new products 





A thinking man’s filter is being pro- 
duced by Navigator Company, 4545 Elm- 
wood Road, El Sobrante, California. De- 
signed to replace the oiled gauze filters on 
S.U. carburetors, these units use standard 
dry paper filter elements that are cleanet 
and more efficient. In addition, the filters 
are fastened by wing nuts in front to al 
low easy removal for tuning. The units 
come ready for installation. There are 
models to fit all sizes of S.U. carbs, and 
range in price from $16.00 to $18.00 pei 
pair, single filters are also available. 





\ sports car bag with a large capacity fo1 
all sorts of things is offered by Charmant 
Imports, Garden City 7, N. Y. Called, ap 
propriately, the Sports Car Bag, it is 21 
inches long, 8-inches wide, and 1214-inches 
high. The material used is water buffalo 
hide and is lined with sheepskin. All hard- 
ware is solid brass while the bag itself is 
brown with darker piping. Postpaid and 
tax included, $40.00. 





A new addition to the Sala Sport glove 
line is the “Shortie”. Made of supple 
Italian leather with double thickness 
palms, these gloves are crocheted in back 
less fingerless style for cool summer motor 
ing. The strap has a snap fastener incon 
porated in the simulated buckle and is ad 
justable in length. Sizes 614 to 10, plus 
extra small and extra large. Price $7.50 
from Vilem B. Haan Inc., 10305-07 Santa 
Monica Blvd., West Los Angeles 25, Cal. 
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Mercedes-Benz Sales, Inc. 




































































summer racing season/preparation/ NEW IMPORTS 


from Vilém B. HAAN Inc. ® 9 





IMPORTED ITALIAN 
Sala-Sport 


TWO PIECE RACING SUITS 


$16.95 


ONE PIECE SUIT $15.95 ppd. 
(Pants, $7.95 each—Jacket $9.95 each) 


These distinctive garments are original Italiar 
racing suits. Preferred throughout Eur pe for comfort 
and utility. Not only most practical for race 


rallie are also excellent for informal loungir 
ature elastic gathered wrist 

ar. Rov i 8 

osure Tailored popli 

Grey; French Racine 

s onl 36 40 





IMPORTED ITALIAN 
Sala-Sport 
Shorties 
jeer 





Newest addition to Sala-Sport's line of driving gloves 
are the “‘Sala-Sport Shorties’’. Features adjustable 
snap Wrist band. Made of Skin-Soft Italian leather 
well ventilated, double leather palms. Available in 
knit back with brown palm only. Sizes: 61 2-10 


including very small and very large 


THE WELL KNOWN 
DERRINGTON 


Racing 
Steering 
Wheel 


State make, year, model. $50.00 postpaid 
AH, Jag, MG-A, _ _ TD, TF, TR 2 & 3, AC, 
Corvette, Porsche ston- Martin Alfa Rome 
Duralumin one-piece frame with rim made in 
spain age lam arent of light African Obechi we od 
d rich dark Mahogan Hand French polished, finger 
serrat ions for a much more firm rh This whee 
slightly smaller in diameter and allows an ease of 
handling not experienced with stock wheels. No driver 
Vv one has ever faile appr non his 
enthusiasm for the distinctive Derrington wheel. The 
purchase price includes all ne cessary fittings. Anyone 
may install it with tools in the standard kit 








FIA APPROVED, BRITISH MADE 
Racing Mirrors 


‘Ree #5595 


MADE tm EHGiaMO 






Sh atterpre mirror in your choice of flat or convex 
unted in streamlined spun aluminum cone 
5-3/4 02 Adjustable base with positive 
levice. Recommended for cowl mounting 





Universal 
Fender Mirrors 
$ 5.45 each postpaid 


Without a doubt, these are the best all-round fender 
mirrors available today. Universal fitting allows use on 
either left or right fender. Streamlined pillar and 

foot. Heavily chrome plated on brass. Choice of 

convex or flat mirror glass 


“Raper 


MADE Im ENGLAND 
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E mbroid — Jacket Eishions 


ull colors ’ Emblems for left breast pocket 
example shown Hf 00 ea. ppd. 
Made for: Alfa, Austin Healey, AC, Corvette, Jaguar, 
Ferrari, TR, MG, Mercedes, Fiat, Renault, 
Porsche. We also offer Racing Team and Crossed flags 
& Helmet 3” patches at $1.00 ea. (Also Porsche 
4” at $2.00 ea.) 
LARGE BACK EMBLEMS $3.00 ea. ppd. 
To be sewn on back of motorall or jacket. See MG 
Emblem illustrated for relative size. Jaguar (blue, red, 
black on white Morgan (red on white) ; Corvette 
authentic colors); Mercedes (white on blue) 
MG (red, black, blue, on white) ; Porsche (red on white) 
Austin Healey (red on white); Fiat (blue on white) ; 
TR (blue on white); Alfa (authentic colors) 


IMPORTED ITALIAN 


.Buttafarri 


Sun Glasses 
WITH NEW GRADUATED SHADING 


$16.95 
$13.95 wa 


ecify Men’s Medium or Large Frame. Women’s Small 
1 Medium Frame. Upper portion of lenses is quite 
larkly shaded, graduating to an extremely light tint 
in the lower quarter. This feature protects eyes 
perfectly in bright sun, yet allows ample vision for 
omplete safety while driving. The ebony black frames 
are the essence of simplicity and distinction. Detailing 
ind workmanship are impeccable 





MEN'S 


WOMEN’S 


Amco Wind Wings and Sun 
Visors for driving comfort 





a 5 
All “‘AMCO” wind wings and sun visors have highly 
polished edges—Fittings are made of machined brass, 
Triple chrome plated 


WIND WINGS 








MG TC TD TF Triumph 2 & 3 Serkeley 
Fiat 1100 600 Sprite $1 6. 95 
tin-Healey 100 - 100/6 - Jaguar XK12 
dster - Alfa Romeo - Porsche CPE 
OB - Me $19.95 = 
SUN VISORS 
“a CPE - MG - TC TD - TF 
A pl « Austin-Healey; 100/6 ; 
orks ley Sprite $6.95 E 
For Jaguar XK-120, 140, 150 Austin Healey 100 
$7.95 


NEW 52 PAGE 
s.=.| Catalogue 
- poo 
i __— NOW AVAILABLE 


Profusely illustrated catalog containing hundreds of 
accessory items imported and domestic, representing 
ir complete line. Catalog of automotive accessories 
for the foreign and sports car owner and enthusiast 

¢ ppd. (refundable on first order 


TO ORDER: Send check or money order. Enclose a 
minimum of 1/3 deposit for C.0.D. Calif. residents 
add 4% state tax. We extend a 10-day money back 
guarantee on all merchandise 


Des = Ne bt 


ms 0. sO 8 A T.£ 6 





FOREIGN & SPORTS CAR ACCESSORIES CENTER 
10305-07 Santa Monica Blvd. 

West Los Angeles 25, California 

BRadshaw 2-4455 or CRestview 1-3775 

DEALERS INQUIRE 

Just three blocks west of the Beverly Hilton Hotel 
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pipeline 


Hard on the heels of the announcement 
early this spring of the cancellation of the 
500 Miglia de Monza came a ray of hope 
that the “Race of Two Worlds” would not 
be knocked out after all at least not 
completely. 

Originally the sponsoring club, the A.C. 
of Italy, and Giuseppe Bacciagaluppi, 
Monza’s promoter, had cancelled the race 
due to what they termed a “negative” at- 
titude on the part of USAC in the matter 
of engine displacement. It was erroneously 
but widely reported that the Europeans 
wanted the displacement cut to 1500 cc but 
this was not the case. What was wanted 
was that the Americans hew to a limit 
of between three and 3.8 litres but nobody 
thought to ask the Americans about it. In- 
stead they took the USAC announcement 
that the current USAC formula with its 4.2 
litre limit was the final say and acted on 
that premise. Nobody was being hard- 
nosed just hasty. 

After a somewhat unofficial meeting in 
London, at least from USAC’s point of 
view, on the proposed intercontinental 
formula, the 3-to-3.8 litre limit desire was 
made known. When informed of this, 
USAC president Tom Binford announced 
that he would poll U car owners on the 
advisability of installing 220 Offenhausers 
in their cars for this event. He pointed out 
that this 3.6 litre engine is in common and 
plentful use as the standard power plant 
on USAC's sprint circuit and falls well 
within the proposed limitations. With 
favorable response, the 500 Miglia De 
Monza could be rescheduled for a fall date, 
possibly late September or early October 
In the meantime the original 500 date has 
been rescheduled as a race for Grand 
lurismo cars of unlimited displacement 
Anybody have a hot Corvette hardtop and 
some extra Monza rubber? 


It has now become obvious that Aston- 
Martin will enter Formula I racing this 
year. Stirling Moss most probably will be 
number one driver with Masten Gregory 
and Roy Salvadori backing him up 
Brooks’s move to Modena is no surprise- 
really — for Tony has no desire to play 
second fiddle to any one in 1959 and if he 
were on the Aston squad things could have 
become difficult. We strongly suspect that 
Tony will limit himself to driving the 
Formula I Ferrari and not participate in 
any sports car competitions. 

If the Cooper-BRM stays in one piece 
long enough for it to reach the Monaco 
starting line, Stirling Moss will be behind 
the wheel. Additionally, a large number of 
114 liter Borgward RS engines have been 
ordered by Cooper and the Bremen fac 
tory will concentrate on taking care of 
these demands and not race a team of fac 
cars this year. Borg 
ward is expected, however, to make the 
latest type RS available to Stirling Moss 
if he wants it for several sports car com 


tory 1500 cc sports 


(Continued on page 18 
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"S h 99 Triumph offers 100 eager horses to go—disc brakes 
n [ox gl 

op a d sO driving to stop. This combination has helped build the car’s 
nviable competition record: 1st in class in prac- 
starts to be fun! Polka hearted ce 
tically every major European Rally during the past 

The Triumph TR-3 takes the curse off all sorts of five years. 
workaday driving chores. Transporting little Mary 


Drive a TR-3. You'll like the fuel economy (up to 
to ballet class suddenly becomes ‘“‘a man’s job.”’ The 


35 miles per gallon), the easy handling and the fun 
—part of which is saving the extra $500 you would 
have to pay for any comparable sports car. 


lady of the house ceases to complain about meeting 
the 6:02. 


























Sporting types will rejoice in the fact that the Spring is here. Why wait? 
i 
® ® ; 
Road “d 
ONLY $2675* ims Mesa Sa 
“it ‘ Fa | ors 3 0 
ont Bp ma pease fl 
a? : : | 


6 reasons why the TR-3 is your 
8) best sports car buy: 


1. DISC BRAKES. Standard e 


quipment or 
. ; @) front wheels: maximum braking efficiency 
| / 2. 1991 cc. ENGINE, 100 horsepower: 110 mpt 
/ top speed acceleration: 0-50 in & se« 


3.RACING CLUTCH. Heavy duty 
lining gives longer life 
4. SEATS Orthopedically designed 
| tor comfort 
5. GEARBOX: 4 speed short throw 
synchromesh in 2nd, 3rd and top 
" 6. HANDBRAKE: Racing type. quick 
throw olf 
OPTIONAL EXTRAS. Overdrive 
hard top. rear seat. wire whee!s 
white walls. and others (ask your dealer) 
SERVICE: Dealers in every stat 
over 700 in all 


wove! 






7 me 


4» 


Standard-Triumph Motor Company, Inc., 
Dept. F-69, 1745 Broadway, New York 19 © 






























































































Automobile Year 1959 $9.95 


World’s finest motoring hilite annual. A King 
Size (9¥%2 x 121%) masterpiece of unequalled 
photos & text. A library showpiece. Contents: 
@ CARS OF THE YEAR Pix Spex of 1959 cars @ 
New SPECIAL BODIES & DREAM CARS in photo @ 
1958 GP POINTS RACES Complete lap charts 
@ SPORTS CAR & Hill-Climb Championships @ 
MERCEDES HISTORY @ AUSTRALIAN CAR SPORT 
@ WHAT MAKES A CHAMPION @ 1961 GP FORMULA 
@ RUSSIAN RACING & SPORTS CARS @ ASTON 
MARTIN COLOR CUTAWAY @ TECHNICAL CHANGES 
@ 1958 ASSESSMEN: OF CARS and RACES @ 
EUROPEAN PRODUCTION CAR MODIFICATIONS and 
many other excellent features. Equally distinctive 
are older editions: 

Ist ed. 1954....$6.50 


1957....$9.95 1958....$9.95 
All 4 incl. 


"59....$32.50 or separately as priced. 
Keep ‘em Running with 
SERVICE MANUALG.................. $6.95 ea. 


Officia! factory manuals for Australia are accurate, 

authoritative & complete. Each has many illustrations, 

charts, diagrams & drawings covering the following: 

@ ENGINE @ CLUTCH © GEARBOX @ REAR AXLE 

@ BRAKES @ FRONT SUSPENSION @ STEERING 

@ COOLING @ ELECTRICAL @ FUEL SYSTEM 
@ BODY @ WHEELS & HUBS, etc. 

Each * denotes a separate manual as follows: 
AUSTIN * A 40 Devon '47-52 % Somerset '52-54 
* MORRIS MINOR Series MM & ohv Series 2 
* MG-TD * HILLMAN ‘36-55 & RENAULT 750/760 
FORD * V8 & Merc '32-48 *% '49-54 % '55-56 
* Consul-Zephyr '51-56 %& Anglia-Prefect '53-56 
* MORRIS 1000 * SIMCA Aronde - Elysee 

* FORD Consul-Zephyr Mk | 


*% VOLKSWAGEN Incl. 1957 


TUNING & MAINTENANCE OF THE MG A........ $5.00 
Philip Smith, author of many tuning books, covers 
MGA & ZA Magnette with expert advice in text & pix. 
Tips will also work on Morris . . . with caution! 
TUNING & MAINTENANCE OF MG’s (to TF-1500)....$5.00 
Same author as above book but on different MG's. 
M.G. WORKSHOP MANUAL (1930 to TF-1500)........ $8.50 
Overhaul & tune any MG from bumper to tail light. 














Limited stock of following Factory Manuals: 
AUSTIN HEALEY SPRITE................0.000.0... $11 


50 
MORRIS MINOR MM, Ser 2 & 1608 Laem $11.50 
VOLVO SHOP MANUAL. cco t 

MG TD-TF SHOP MANUAL... 





AUSTIN-HEALEY 100-4 inc. 
S.U. CARBS & FUEL PUMPS... $ 3.75 


SAFETY || ad) 











BELTS 


U. S. Air Force nearly new 100% Nylon, 3” wide with 
quick release. Safest of all. Can be dyed. 
With swivel fittings ready to install................ $12.95 


OMNIBUS OF SPEED 


in 4 terrific sections ¢ THE WORLD OF MOTOR 
SPORT @ THE MEN e THE MACHINES @ THE 
ARENAS authors of note & authority (S. C. H. 
Davis; Count Johnny Lurani; Ken Purdy; Fitch; 
Moss; Borgeson; Bolster; Rudy Caracciola; Jenkin- 
son & many others) describe in inimitable fashion 
the story of speed from the 1903 Paris-Madrid 
race to the 1957 German G.P.; from Oldfield to 
Fangio & from Bentley to Corvette. Over 500 pgs 
& 85 illustrations. Price $5.95 


ODERN SPORTS CAR SERIES....$1.95 ea. 


New series of books for Enthusiasts. Packed with 
photos facts & figures each is written by an authority. 
New Guides Just Out 

CORVETTE GUIDE; Long awaited. History, spex etc. — 
YOUR SPORTS CAR ENGINE; Care, feeding & tuning. 
WOMEN IN SPORTS CAR COMPETITION; Nuf Sed. 
SPORTS CLOTHES FOR YOUR SPORTS CAR; Dress up. 
ACCESSORIES FOR YOUR SPORTS CAR; What to add 
VOLKSWAGEN GUIDE; Spex, History, Maintenance. 
Previously Published 
PORSCHE GUIDE; Shows all, tells all on History, Spex, 
Tuning, Driving, Maintenance & a 
MG GUIDE; ‘‘The works” on this car by J . Christy. 
GREAT RACING DRIVERS OF THE WORLD; 40 of ‘em. 
SPORTS CARS OF THE WORLD; Spex, Photos, Prices. 
GUIDE TO RALLYING; From beginning to winning. 
JAGUAR GUIDE; Maint, Spex, History on all types. 
USED SPORTS CAR BUYERS GUIDE; Don’t get stuck. 
COMPETITION DRIVING GUIDE; Paul O'Shea advises. 


Any 3 titles......$5.50 SPECIAL Any 6......$10.50 


| PLEASE add 10¢ per item for postal increases s| 
in California add 4% State Sales Tax. 


A HT] T 0 B 0 0 KS 2900 B Mognolia Boulevard 


Burbonk 6 California 
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coming 
events 


DATE and EVENT LOCATION 
May 10 

Grand Prix of Monaco Monaco 

May 10 

Grand Prix of Naples 

sports Cars) Italy 

May 15-16 

Virginia Reel Rally 

Washington region SCCA 

May 15-16 

Cumberland National Race 

Steel Cities Region SCCA 

May 16-17 

Rally—New England SCCA North Conway 
May 16-17 

Race—Drivers school 

Chicago Region SCCA Wilmot 

May 16-17 

USAC Race Marlboro, Md. 
May 18 


Grand Prix Crystal Palace 
sports cars) 

May 18 

Grand Prix Mallory Park 
sports cars) 

May 18 

12 hours of Hockenheim 
sports and GT cars) 

May 23-24 

2nd Golden West Rally 
San Francisco SCCA 

May 23-24 

Sports Car Race 

New England SCCA 

May 
Forest Festival Race 
Northwest Region SCCA 
May 24 

larga Florio 

May 30-31 

Sports Car Race 

New York SCCA 

May 30-31 

Sports Car Race 


England 


England 


Germany 


San Francisco 


23-24 
Shelton 


Sicily 


New York 


Coffeyville, 


CSCC Sports Car Race 
California 

May 31 

G.P. of Holland 

May 30-31 

Mille Miglia Rally 

June 6-7 

Sports Car Race 

Atlanta SCCA 

June 7 

Gymkhana 

Pan American SCCA 


Holland 


Italy 


June 7 
Gymkhana 





Kansas City SCCA 


SPORTS CARS ILLUSTRATED/JUNE 


Thompson, Conn. 


Bridgehampton, 


Kansas City SCCA Kansas 

May 30 

Indianapolis 500 Indianapolis, Ind. 
May 30-31 


Santa Barbara, 


June 6-7 
USAC Sports Car Race 
June 5-7 

Rallye du Monte Blanc- 
Iseran 

June 7 

F. Junior and 750 cc 
sports cars. 

June 7 
1000 KM. 
June 13 
Photo Rally 

Northeast Michigan SCC 
Tune 13-14 

‘fountain Rally 
Charleston SCCA 

June 13-14 

Sports Car Race 
Savannah SCCA 

June 14 

G.P. of Belgium 

June 14 
Macon-Solutre 


Nurburgring 


Hillclimb 
June 14-15 

Adriatic Race 

June 20-21 

Sports Car Race 
Chicago SCCA 

June 20-21 

N.Y. National Rally 
Central N.Y. SCCA 
June 20-21 


24 hours of Le Mans 





Lime Rock. Conn 


France 


Castello-Teramo, 
Italy 


Germany 


\ 


Simons Island, Ga 


Belgium 


France 


Yugoslavia 


Elkhart Lake, 
Wisconsin 
New York 


Le Mans, France 
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MARION SAYS 





Hi, there! Well, the summer season for enjoyment of 
Car sports is upon us once again and we have a hand 
ful of recommendations for accessories to enhance 
that enjoyment. Whether you go racing or not, you'll 
find a flock of good things in our stock that just suit 
the need touring, for instance, brings to mind the 
luggage rack, a prime necessity for the sports car 
Our new double-duty sunglasses, tire gauges, driving 
gloves, even tonneau covers are a real asset on a trip 
Racing needs are our specialty, too. So, feel free to 
order. We pay postage, you know, and there is 
a money-back-if-not-satisfied guarantee attached to 
everything 





GENUINE AMCO — COVERS 


MGA asescesesp U OOS JAG (120-40-50) $31.95 
C) SPRITE $19.95 M/B 190SL $44.95 
C) BERKELEY . $19.95 [] PORSCHE . $34.95 
C) MG (Exc. A $29.95 [) ALFA $34.95 
C) A-H 100 $31.95 [) TR-2* $44.95 
C) A-H 6 (2)* $39.95 TR-3 $31.95 
C) A-H6 (4 $42.95 Blk. [) Tan Wh 


*Includes necessary Tenax fasteners 











SONIC SHIELD keeps big cars and careless 
drivers from mashing your grille. Attaches to 
bumper, no holes to drill. Two wires to connect. 
Horn sounds off and warns other driver. $9.95 








REMOVABLE LUGGAGE RACKS 


AMCO universal top carrier fits all sedans. Alumi- 


num, light weight, sturdy $29.95 
A-E chrome rack with hardwood slats. For MGA 
TR, Healey $24.95 


A-E all-chrome rack $21.95 
These quality luggage racks are easily attached and 
removed, no holes to drill, no marring of car finish 
Sturdy and rattle free. Add $2.00 for postage to these 
items, please 








- “FOR RACING OR FOR TOURING 


MG Mitten accessories are your best buy” 


Coveralls 
Top quality poplin, snug fit 


color choices 1 & 2. $15.95 
OsoOM L Red 
White Blue Black 








This beautifully streamlined 


ting yet roomy in the right mirror gives you a vibra 
places, these tailored cov- tioniess view. Chromed hous 
eralls represent real value ng holds mirror in adjust- 
Ideal as race-going garments able grip. Cow! mount is 
whether you race or not ushioned $8.95 
they're washable). Mark Flat Convex 





RACING MIRROR 





+ 





ramets PRIX GLOVES | LES LESTON GLOVES 


Favorite of competition Lightweight, cape palm 
drivers, all cape, black or knitted back, gathered 
natural, reinforced palm wrist, inset thumb. Nat 

$7.95 ural color only $6.50 
642 7 7Y/2 7 1¥2 [) 8 8Y2 
BELL 500 TX HELMET. Fully approved by all rac 8 842 9 9 94/2 10 
ing organizations, the Bell is this country’s most bh 1U 
popular headgear. Write hat size here 
Price: $36.50 8,000 RPM 
BELL VISOR, snaps to helmet $2.00 ELECTRIC 
BUBBLE SHIELD offers full face protection, non- TACHOMETER 
distorted view, won't fog Clear: $4.95 C ‘ 
[] Tinted: $5.95 For any engine at 
BUTAFARRI GOGGLES 12 cyl. 6 or 12 volt 
Face-fitted, contoured Connects to distrib 










lenses, professional 
quality comfortably 
padded 

[) Fixed nose-bridge 


$11.95 
Adjustable bridge 
$14.9 





) MINI-SHADE SUNGLASSES are the latest sensa 
tion. Tiny, weighing less than 2 oz., yet offering 
double protection. Ground lenses are supplemented 
by adjustable plastic shade, clip carrying case in 
cluded $3.95 





MESSKO GAGE 
Top economy tire gauge 
Accurate, holds reading rate 


DRAGER GAGE 
For racing, highly accu 
reads in atmos- 
pheres as well as psi 
Adjustable zero, reads to 
55 psi. Case incl. $6.50 


until released. Check 
tire pressures regularly 
for mileage. $2.95 





utor and ground 
Has big, readable il- 
luminated dial. All 


wiring, mounting 
bracket for steering 
post or dash and 


full instructions in- 
cluded. Your small 
sedan will give 
more _ satisfaction, 
economy and better 
performance if you 
drive by tach. Deal- 
er inquiries invited. 

$28.95 


New 
TR and 
Sprite 
Valve 
Covers 





Heavy cast aluminum 


highly polished finned 


valve cover for TR 2 r Knurled Knobs, TR 
emblem $22.50 
Sprite Valve Cover same as above $21.50 
MG TD & 1250 TF Valve Cover, as above....$19.95 
MGA polished aluminum Valve Cover $23.50 
Matching Side Plate, MGTD-TF $12.95 


IF YOUR CAR SITS OUT 4 HOURS A DAY IT DESERVES A MITTEN 


—<e 





] MG Mitten 

) Healey Hugger 

] Triumph Tunic 

[| Alfa Apron 

(_}) Fiat Frock (1100TV) 
Sprite Spat 


Lightweight 
Sun and 
Dust Cover 
$17.95 


DURICON 
Water 
Repellent 
$24.50 


) Renault Romper 

) Ghia Gown 

} Porsche Parka 

| Peugeot Pegnoir 

} Minx Muff 

[] Fiat Frock (600) 
Saab Sack 


$22.95 $29.50 


| Morris Mutt 


| Corvette Cap 
| Thunderbird Tepee 
) Jaguar Jacket 
(140, 150, 3.4) 
] Mercedes Muff 
(190, 300 SL) 
) Volvo Vest 


USE THIS AD AS ORDER FORM 


$27.95 $32.50 


We've been telling people this for some time now 
and there are thousands of Mittens in use but we 
still see formerly beautiful sports and imported 
cars that obviously haven't been kept covered 
Their tops are faded and rotten, leather cracked 
chrome rusted, paint eroded and wood paneling 
checking all traceable to the deleterious 
effects of weather. A Mitten tailored car cover 
fend off sun, fog, grit and grime, not to 
mention bird droppings and other aerial po 
utants. Mittens fold into sma 
bundles and can be carried ever 
ar’s sake 


ORDERING INSTRUCTIONS 


Simply check items wanted, (be sure to mark 
olor choice, size and give make, year & mode 
of car) tear out page & mail. We pay postage if 
you send money. COD’s take 25% deposit. Calif 
residents owe 4% sales tax, too. Money back 
f not satisfied. Ask for free catalog 


easily-handied 
ywhere for your 





MG MITTEN 
P.O. Box 157 Dept. S-6 
South San Gabriel, Calif 


CUmberland 3-7236 


Please end items hecked 


vame 
Address 


City Zone tate 


Car 


make yr model 
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(Continued from page 14) 





petitions. The new Maserati 2-liter is nea 
ing completion and it may be made avail 
able’ to Moss via BP, his sponsor. The 
Maserati Automobile factory has been 
purchased by Rheinstal AG, a Krupp sub 
sidiary with interests that include desires 
to gain control of Munich’s BMW factory 

Here then are the driver positions to 
date: 


Ferrari BRM {ston-Martin 
Brooks Schell Moss (most 
probably) 


Hill Bonnie Gregory 
Behra Salvadori 
Allison 


Gendebien 


Porsche 
Von Trips 
Hermann 
Bonnier 
Barth 


Lotus Cooper 
Graham Hill Moss 
McLaren 


Scarab 
Reventlow 
Daigh 


Looking for work: Georgio Scarlatti 


Ihe average 1959 model car (American) 
has 27 automotive lamps or five more than 
the average home uses for general il- 


lumination. 


\ fast growing track on the east coast 
is the one located at Vineland, New Jer- 
sey. A few events were run last year, but 
this year a full schedule of racing has been 


planned. Iwo drivers’ schools, four re- 
gional SCCA races, and one SCCA national 
race are on the calendar. For further in 
formation write to Vineland Speedway Inc., 
213 Quince Street, Vineland, N. J. 





This prototype was seen during a 
road test near Bremen, Germany. It 
was unmarked, no details were avail- 
able, but we strongly suspect it to be a 
Lloyd, Goliath, or Mercedes. (?) 


\ new two-liter sports car is to be raced 
this season by Maserati. Powered by an 
offset six-cylinder engine developing 200 
bhp at 8,000 rpm, the car is based on the 
250F G.P. machine and has a de Dion rea 
axle. Krupps, the German industrial em 
pire, has acquired an interest in the firm 
















































A definite date has been set for the first 
international Grand Prix race to be held 
The Grand Prix of the 
United States will be held at Sebring 
Florida on December 12, 1959. Originally 
planned as a follow-up to the 12-how 


in this country 


sports car race, the G.P. was postponed 
due to a lack of entries. 


\ new Fiat, known as the 1800/2100 
will be introduced at the Geneva show 
The designation 1800/2100 refers to the 
choice of displacement. Both engines are 
six-cvlinder overhead-valve units with a 
73.5 mm stroke. The 1795 cc engine has a 
72 mm bore, while the 2054 cc engine has 
a bore of 77 mm. Horsepower ratings are 
85 bhp and 95 bhp respectively. Maximum 
revs are about 6000, but the power is de 
veloped fully at about 5150. Compression 
ratio is 8.8 to 1. 

The car has a fully synchronized four 
speed gearbox, independent front suspen 
sion with torsion bars, and a rigid rea 
axle with coil springs and leaf springs; 
the latter not intended as springs but more 
as radius rods to take braking and accel 
erating forces 

Ihe engine has six intake and six ex- 
haust ports covered by their respective 
manifolds, so it might not be long before 
certain Italian hop-up artists begin pro 
ducing new manifolds and carburetor a1 
rangements. As it stands, the stock machine 
is in the 90 mph class. 





IT’S EASY 


TO GET LOST 
IN A RALLY 














You’re so busy watching the road, checking the 
tables, and punching the time piece, that it wouldn’t 
be too surprising if you ended up in another county 
—or even in another country! 


Your “get lost’? problems can now be ended, once 
and for all, with the Kearfott Rally Computer. 
This precise computer will keep you on-course with 
a minimum of effort, and no confusion. And you 
know it’s accurate because Kearfott’s reputation 
as a designer of navigation systems for missiles 
and aircraft stands behind it. 


You get these exclusive features: 
e It adds any average speed vs time to give you distance traveled. 
e It subtracts any off-course errors without disturbing computations. 
e It displays TS & D data on large, easy-to-read counters— 
0.01 MPH, 0.01 mile, 1 second increments. 


e It simplifies average speed changes, eliminates zeroing odometer and 
time pieces — no requirement to stop. 


e It’s accurate — zero error at 30 MPH. 

e It’s available — for immediate delivery. 

e Price—$250.00 complete, fits any 6 or 12 volt system. 

e Dimensions — 9%” long, 6” wide, 4” deep. 

Send check or money order, or write for additional literature. 
KEARFOTT COMPANY, INC., Department 9600, Clifton, N. J. 


A subsidiary of General Precision Equipment Corporation 











i 
A Midwest Office 
23 W. Calendar Ave., La Grange, II! 
Kearfott GENERAL South Central Office ‘ 
6211 Denton Drive, Dallas, Texas 
PRECISION West Coast Office: 
COMPANY 253 N. VinedoAvenue, Pasadena, Calif 
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GERMANYS 
“WONDER CAR !” 





| D)| << VV LAS is, ann, 





its field... as the owners ¢ aieeeeats vill happily tell vou. Just 
try a few miles yourself. Discover the colsited response of its pre 





cision-engineered 2-cycle engine. Here’s speed—stamina~—and efficiency 
that’s been proven by countless victories in the world’s ruggedest rallies 


haclili 









and races. Check the unsurpassed roadability of the front wheel drive... the 
trim continental styling...the family-sized roominess...the superbly-crafted 
details...the advanced safety features! Wide range of models, too—from sedans to 
hardtops. Modestly priced from $1995 P.O.E., N. Y. ane dg the 
DKW! Authorized dealers—parts and service—from coast to coast. . Fer OF 





DKW AMERICAN, INC., 630 Fifth Ave., New York 20, N.Y. 


For the ‘‘Quick Facts’’ about DKW write for free illustrated brochure. 


WEST GERMANY 





STORM 
OVER 
1959:SEBRING 
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lrip south was 
uneventful. Noticed a few things going the 


Sebring. Stopped in Fayetteville 


races. Quarter mile blacktop, dit 


shutting down. Police type timer for speed 


the Lark against a Dauphin 


Looks good anyway 


Didn't stop until we left Georgia 





ut regard for oncoming drivers 


farms. See the swimming elephants 














was about the Lotus cars. They were still 


on the ocean 


probably drier than 


we were at this point Would they make 


it in time for practice on Wednesday? 


Would there BE p 


Wednesday. Rain 


what was going on 


prac ticing pit stops 


in the pits. Practice 


Went back to e¢ 


ractice on Wednesday? 


Went to track to sec 


\ few brave souls were 


Three inches of wate 


othcially postponed 


arages, nobody there 


EVERYONE was looking for rainwear. All 


1 


stores sold out lastic material was sold 


by the vard fo 


Crazy lootprints. St 


rapping around teet 


ves in sunny Florida 


not stocked with rainwear. Ha 


Wednesday night 


drip d 


rip 


Lhursday dawnec 
raining. Practice hel 
for boat races. Is 8 
n Florida Nobodys 


to. Couldn't check 


was quiet. No 1 


mechanical ta 


bring the lowes poin 


went tast Ni reason 


tol nothing. FIA regulatio tops were 
not erected. Wonder why Just goes to 
show how sillv some rules can be | 
finally arrived at Miami. Still on be 
Night practice postponed 

Friday. No rain! Cloudy rack § “ 


Practice a bit mo 


il parade run on schedule. Practice lasted 


only a couple of hours. Some cars left a 


1C¢ rest driven back to 














Without a 
moment of 


doubt, this is the climatic 
Sebring. All that 


denouement as the players act out thei 


follows is 


parts, drivers, mechanics, and _ officials 
alike 
But to these participants and to the 


many spectators who try to keep track by 
listening to the PA system or keeping thei 
own lap chart, there are twelve full hours 
ahead. 

Though he led on the first lap, at hour’s 
end Salvadori’s initial spurt had withered 
to an outpaced eleventh spot. Ahead of 
him, in order, were three Ferraris (Behra 
9, Gurney-7, Gendebien-8), one Liste 
(Bueb-2) , Gendebien-8, Bueb (Lis- 
ter-2), von Trips (Porsche 31), Hansgen 
(Lister-3) , three more Porsches (Mieres 
36, Sessler-34, Fitch-32) and Pedro Rod 
riguez (Ferrari-11) . 

‘By noon, Gendebien had passed Gurney 


then 


von Trips had gotten past Bueb, and 
Mieres had dropped back to tenth. Already 
out for good was the GI Aston-Martin 


with a burnt piston 

At twelve-thirty or so there were a flurry 
of pit stops among the leaders, all hoping 
to do the race in four stages. Behra-Allison 
had already lost the lead in a 
minute halt, dropping to fifth when the 
switch balked 
26 seconds behind was Gurney 


nearly six 
starte) Leading was Gende 
Both 
Ferraris were due to stop before 1:00 PM 
Third, and sitting in the pits at the half 
hour was the von 


bien 


lrips-Bonnier Porsche 
Forty-five seconds behind them came Bueb 

















Car 
throug h co 





hand the streamlined Liste 
over to Moss. He left the pits only 19 
behind Bonnier. had 
handed over quickly to Holbert a lap ear- 
lier in Porsche-34. 
Holbert, Moss 


harassed Bonnie1 


stopping to 


seconds Sesslai 
In the next 30 minutes, 
Allison the 
who seemed not so anx 


and passed 
ious to lift the inside front wheel on turns 
With the Ferrari drivei 
the one o'clock ordey Hill 
8), Daigh (7), Allison (9) followed by 
Moss (2), Holbert (34), 
and Barth (32). Moss didn’t like being the 
Lister filling in a Ferrari-Porsche sandwich 
and pressed on with consumate skill. 


is had von I rips) 
changes was 


Bonnier (31), 


By two o'clock, what he had gained could 
be measured only with a stop-watch and 
which 
hadn’t changed. But at two-thirty, the rear 
axle of Hill’s Ferrari Testa Rossa packed 
up and the car was out. Perhaps demoral 


ized, the 


not by looking at the leader board 


Ferrari 
cars let Moss by into first place just in time 
to make _ the o'clock 


Lister-2, Ferrari-9, 


remaining two Scuderia 


three notices read 
Ferrari-7, 


Porsche-34, 


Porsche-31, 


: Ferra 


Porsche-32, Porsche-37 


ri-12 etc 
Out of the sandwich and into the soup. 
At 3:50, Moss’ Liste 


apparently out of 


halted on the course, 
Amoco. Stirling’s fatal 
flaw was to accept a Lambretta ride to the 
(the 


pits rules say 


The Liste1 
wasn't out of gas, he didn’t break the seals 
on the tank, and after he restarted, other- 


wise unaided, he ran half a dozen laps 


“on foot’) 


while the stewards pondered. Their deci- 


7 


left) looks very comfortable 














































sion was that the but that 
Moss and Bueb themselves were still in 
and could drive one of the other Listers if 
Briggs Cunningham so desired. 
cally, the 


car was out 


Pechni 
#2 Lister was entered by Brian 
Lister, but like many other annoying de 
overlooked 
(and later 
debien) had replaced Gurney and Daigh 
3:00 PLM. The 
involved let the Behra 
\llison car by into first and the von Trips 


tails, this was carefully 


In a similar move Hill Gen 


in Ferrari-7 just after five 


minute pit stop 


Sonnier Porsche-31 moved into second 


Porsche-34 held grimly 
to four place with a mere 1/-second lead 
over the Barth-Fitch car of 90 more cubic 
centimeters. 

Behind the wheel once more 


Holbert-Sesslar in 


Hill started 
catching the pesky Porsche by some seven 
seconds per lap and his teammates in first 
place at about halt that rate \t 
thirty, the Sunshine State let 
have it again, just to show what practic« 


foul 


everyone 


had really been for. Everyone's lap times 
increased abruptly but Hill continued his 
relentless attack. By o'clock he 
well past the Porsche and but 16 seconds 


five was 
behind Behra who was about to hand ovei 


to Allison. The latter was very unhappy 


about the motorboat race he found him 
self in, pitting once to see if the steering 
had gone awry. (It hadn't.) 


Stirling Moss had taken over the Liste1 
t, Cunningham hoping that Moss’ uncanny 
ability in the him to 


make some progress. Impressive as his driv 


rain would enable 








No. 31 with new Porsche experimental double-wishbone rear suspension would go 


ner lifting inside front wheel as much as five ine hes off the ground fora distance 
five feet. while normally suspended No. 32 went through flatter and slowe) 

ein the newer works P-Wagon. In the rain 

I the Porsches seemed to throw spray ahead as we llasupand to the rear. 































































ing was in these impossible conditions, h¢ 
was too far behind and the old car just 
didn’t have it 
Shortly before sunset, the rains dwin 
dled, ceased, and, as if to make up for all 
the suffering, a double rainbow arched 
from one horizon to the other Drying the 
ack as they went, the 51 remaining cars 
raced tor the pots ol gold 
From then on, it was only a matter of 
sticking it out. The top ten remained fixed 
from eight PM on other than some swap 
I MecAfee-Miles 
Porsche-35 surged ahead of the E. D. Mai 
tin-Reventlow and Johnson-Lunken Fei 


ping o positions as the 


raris, only to be passed again in a five 
minute pit stop in the last hour 

During these hours of darkness, the 
visual excitement was limited to watch 
ing the luminescence of various brake discs 
near the hairpin 

But if Behra’s brakes grew red-hot, the 
battle for Index of Performance was at 
white heat for the final four hours. Fon 
simplicity, the Index is worked out on the 
basis of fully completed laps only no 
fractions). Thus the hourly 


reports are 
apt to be pessimistic for those who were 
just short of finishing a lap as the how 


ls. As for figuring them yourself, well 


Cn 
most people just wait for Joe Lane, the 


Chief Scorer and 


limer, to work the 
figures out and we don’t blame them one 
bit. 

Unul the rains came, the expertly 
piloted Holbert-Sesslar 1498 ¢« Porsche t 





¢ nch ballet ( ould be wate hed. and ¢ nIoVve 
ex winner made three pit stobs—for tota 
es that fancy foot vork pays. ¢ ] 


iit too. 





d,at ever D B pit stop. 


had kept as firm a grip as the mathe 


matical intracacies and the opposition 
would allow But it did rain, and by six 
PM, they had dipped decimally behind two 
750 cc machines, the de Tomaso-de Lomaso 
McClugeage Osca and the factory-entered 


D. B. driven by Messieurs Armagnac and 


Laureat two Frenchmen who live in 


Paris. By eight PM, the Osca had, in turn 


having ceded 


dropped back 


four laps in 


} 


wo hours to the front-drive | 


1 
al¥y-cooiea 


buzzer which churned through the wet 
IKE a paddle boat. Since the Ricardo Rod 


rig 


uez-Kessler Osca was stuck in the mud 


literally the voungest of the Mexicat 


brothers was recruited to the private ce 


Tomaso entry with official permission 


despite rules which say otherwise. Driving 


like a demon, he brough the slim Osca up 


within ninety seconds of the D.B. Since 


their displacements are identical, this only 


gained them second. Third was the twice 
as-laree Holbert-Sesslar Porsche entered by 


Cyrus Fulton, which only just nudged out 


the 1588 cc factory car driven by von Trips 


and Bonnie1 Ihe pertinent figures are 


respectively 1.3613508, 1.3529474, 1.3382278 


and 1.3333376. This degree of accuracy 
seems a bit out of place. Like the dry lakes 
ten vears ago Now who would have 
guessed that Sebring this vear was any 
thing at all like a dry lake meet? 

(And then at ten PM, the cannon booms 
and the race grinds slowly to a halt. Forty 
seven cars finish officially in the next ten 


minutes. Long before then the spectators 


of 11) minutes, whicl 


is pre fiy fast on thre 


signs and emblems ;¢ 


Tired, and laughing at things that weren't 


this parade were t 
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Nobody likes to be a DNF, but pity poor Bueb (above). His 
teammate, Stirling Moss, was leading the race when the Lister 
ran out of gas, leading eventually to their disqualification. 


Results—Florida Grand Prix of Endurance, 


Make Displacement Drivers 


Ferrari 


Ferrari 
Porsche 
Porsche 
Porsche 
Ferrari 
Ferrari 
Porsche 
California 
Porsche 
Carrera 
Lister 
Ferrari 
A.C. 
Lister 


Alfa-Romeo 
D.B. 
OSCA 


Elva Iv 
Ferrari 
Elite 


AC 
Elva Iv 
AC 


Arnolt 


Fiat-Abarth 
Fiat-Abarth 
Fiat- Abarth 
Sprite 
Fiat-Abarth 
Lotus 

MGA 
Lancia 
Sprite 

D.B. 

Sprite 
Alfa-Romeo 


Lancia 
Maserati 
Alfa-Romeo 
Ferrari 
Triumph 
Turner 
Lotus XV 
Lotus XI 


MGA 
Osca 


Berlinetta 
Osca 

Lister 
Triumph 
Stanguellini 


D.B 


Osca 
Ferrari 
Ferrari 
Elite 
Porsche 
Elva Iv 


32 Aston-DBR1 
31 Alfa-Romeo 


24 Cooper 
11 Aston-DB2/4 


2953 


1588 
750 
750 
750 
950 
750 

1475 

1488 

1090 
950 
750 
950 

1390 


1090 
1998 
1290 
2953 
1991 

950 
1965 
1096 


1588 
1491 


2953 
954 
2986 
1991 
748 


850 

749 
2953 
2953 
1216 
1498 
1086 
2992 
1290 


1476 
2992 


Hill, Gendebien, Gurney, 
Daigh 

Behra, Allison 

Bonnier, VonTrips 

Holbert, Sessler 

Barth, Fitch 

Martin, Reventlow 

Johnson, Lunken, Andrey 

Miles, McAfee 

Ginther, Hively 

Erickson, Hugus 

von Hanstein, deBeaufort 

Hansgan, Thompson 

Casner, Hunt 


Jackson-Moore, Cook, Burns 


Cunningham, Boss, Moss, 
Underwood 

Kaplan, Rainville 

Armagnac, Laureau 

de Tomaso, de Tomaso, 


McCluggage, R. Rodriguez 
Baptista, Tweedale, Wallace 


Gomez-Mena, Fernandez 

Chapman, Lovely 
Chamberlain 

Means, Wees, Kurtz 

Jordan, Dietrich 

Rix, Rahal 

Arnolt, Durbin, Goldman 

MeNiell, Rothschild 

Ehrman, Seidel 

Rutan, Cuomo, Richards 

Cattrici, Cussino, Avidano 

Schrafft, Jeffords, Kuhn 

Sutherland, Stiles 


Potronieri, Thiele, Norwood 


Moran, Rand 

Parkinson, Dalton 

Blanchard, Callanan 

Leavens, Kunz 

Wood, Perrier 

Hayes, Christy, Colgate 

Comito, Kramarsky, Pfaff, 
O’Brien 


Baumberger, Rohlfs, Cronkite 


Hall, Sharp 

Grossman, Rubin 
Geitner, Carveth 

Kolb, Hobbs, Moore 
Lieb, Drolet 

Entwistle, Hanna 
Fleming, Schade, Dager 


Pickering, Flaherty, Decker 


Campbell, Haas, Middleon 


Arents, Reed, O'Dell 
Rodriguez, Kessler 


Moss, Bueb 
Bentley, Samm 
MacArthur, Rollason 


Hanna, Toland 
Publicker, Makins 


Hill, Gendebien 


Rodriguez, O'Shea 
Chamberlain, Weiss 
von Dory, Miery 


Wyllie, Lang, Wyllie 


Salvadori, Shelby 

van Beuren, Valesquez, 
Mercader 

Lucas 

Shepherd, Furlong, Schiff 


March 21, 1959 


Class 


Position 


D-1 


D-2 
E-1 
F-1 
F-2 
D-3 
D-4 
F-3 
gt9-1 
F-4 
E-2, gt6-1 
D-5 
E-3 


t5 5-6 
‘ollision 
alve 
gt4-4 
Electrical 
G-9 Head 
gasket 
gt-6 Holed 
yiston 
off course 


Ignition 


t9-3 Rear axle < 


Xetired on 
course 
Disqualified 
rt7-6 
rashed at 
M-R Br. 
Engine failure 
Broken spark 
plug 
Final drive 
failure 
Engine failure 
Engine failure 
Camshaft 
failure 
Suspension 
damage 
Clutch 
Overturned 
in esses 
Lost its oil 
Piston failure 
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Super 
Sprites 





Sebring 


ROBABLY the most frequent question heard after 
the Sprites’ first outing in the rain was: “What's in 
them? The more usual “Wot'll she do” type of quiz 

had already been abundantly answered. 

Quite obviously they are not showroom models. The first 
things that meet the eye are the 13-inch wire wheels, steel 
rimmed, 58-spoke Dunlop units built especially for the 
Healey concern and soon to be made an optional item. At 
first glance the hubs seem the same as those on the MGA, 
Triumph, large Healey and so on but they aren’t. They are 
the same diameter but the spline section is about half-an- 
inch shorter. These hubs are backed up by Dunlop dis« 
brakes on all four wheels. It was this last item that, coupled 
with fairly light weight, allowed the Sprites to dive so deeply 
into the turns. The brakes were absolutely amazing, showing 
no fade and only minor pedal loss throughout the entire 
twelve hours. 

The wheels as yet have no part number but the number of 
the brake kit is part #Q.2337. 

Ihe suspension front and rear was stiffened with optional 
competition springs #Q.2334 and 2335 respectively. Addi- 
tionally, a torsion anti-roll bar, part #Q.2315 was used 
on the front end. Damping was by standard shocks with dif- 
ferent valves. 

Gearing was also an optional set-up with the close ratio 
gearbox, #Q.2354 carrying ratios of 3:1, 1.99:1, 1.35:1 and 
1:1 for first, second, third and fourth gears. The rear end 
carried the 4.55 to 1 ring and pinion. 

rhe engines were given the standard factory competition 
treatment. The head is reworked in similar fashion to the 
one described in our December 1958 and January 1959 issues 
It can be matched as described therein or a factory unit 
# Q.2302 can be ordered. It was equipped with 14-inch $.U 
carburetors and special manifold #Q.2344 on the intakes. 
The exhaust carried a special tuned header system with the 
two outside ports connected in a Y and thence carried to 
the rear. The center exhaust port carried its own pipe sep 
arately to the rear, the whole forming a dual pipe system. 

Inside the block proper, except for a superb balance job, 
only two changes were made, also listed options. First was 
a set of pistons, #2A.946 with flat, instead of concave, tops 
and the second was cam #2A.948 which does not increase 
peak rpm but moves the torque curve upward on the scale 
to match the ratios in the gearbox more closely, peak torque 
apparently coming in strong at about 4000 rpm and peak 
power in the neighborhood of 6500. A steel flywheel 
#Q.2348 and a special dual disc clutch were also installed. 
The double clutch is not recommended for street use, since 
the extra disc weight tends to keep the mainshaft spinning 
and synchronization has to be babied a bit. A competition 
clutch #Q.2349 is available for private owners. 

Except for the cam, pistons and carburetion there was 
nothing on the cars to make them go any quicker than a 
stock Sprite with good preparation. The major differences 
were in the handling changes wrought by tauter suspension 
and a braking system that let drivers go into a turn as far 
as the 50 yard mark before shutting off and braking. These 
were relatively minor changes in the overall design of the 
car yet they made the difference between a street machine 


and a race car. ey  ; a 
a Co d 





———— —Seaeeiaie 





vw 






























































































































With identification light atwinkle, lonely 
Sprite steams by on soggy circuit. 


Marcus Chambers, Sprite Team Manage 
(second left) runs through race strategy 
with his drivers. 

































HIS PARTICULAR story of 
Sebring really begins some six years 
ago and about 2800 miles from the 

Florida Highlands. 

In the summer of 1953, a short, stocky 
Englishman with a perpetual twinkle in 
his eye, accompanied by an assorted crew 
of mechanics arrived on the flat sea of 
pure white salt that is the Bonneville 
Speedway. With him was a businesslike 
little roadster painted. a rather hideous 
shade of dull green. The object was to set 
records and set them they did — by the 
hatful. Thus was introduced the Austin 
Healey to Americans and thus was intro- 
duced Donald Healey to the author, be 
ginning a friendship that has continued 
in a series of sporadic meetings at one 
motoring function or another. The most 
recent was Speed Week at Nassau. 

Over luncheon in the warm Bahamas 
sun the talk got around to the latest 
Healey brainchild, the Sprite. Then came 
the jolt. Two jolts, actually. 

“We're entering Sprites this year at 
Sebring. How would you like to drive 
one?” 

It was only after the surprise of the first 
sentence, surprise at the audacity of en 
tering the tiny Sprite in that manufac- 
turers’ merry-go-round, that the tag-line 
question sunk in. 

Would I like to drive a factory team 
car at Sebring? Do wheels turn, is Alaska 
big? Hell, yes, I’d like to drive at Sebring. 


Donald went on to tell about the 
planned entry. There would be four 
Sprites, one on reserve. No Hundred- 


Sixes. The first car was already undergoing 
test under the direction of Donald’s big 
guardee-mustached son, Geoffrey. 

“It’s a bit warmed up, of course,” he 
said. “Disc brakes, wire wheels and that 
sort of thing. It'll break a hundred | 
should expect.” 

Having been familiar with the speaker's 
speed efforts over the past six years, I was 
prepared to believe that these would be 
very adequate little automobiles indeed. 
Then the willies set in. First, would I be 
able to do two jobs adequately — to pay 
attention to the task of driving and at the 
same time pay attention to the bread-and- 
butter work of covering the race. 

Another thing: Sebring is a race in 
which the fiercest machinery in the world, 
and the smallest, compete on the same 
course at the same time. The Sprites fell 
into the latter category. It’s a creepy feeling 
to know that someone, the likes of Stirling 
Moss or Phil Hill, is at one point or an- 
other on every lap going to boom by you 
at some 70 miles faster than you're going, 
flat out and with foot firmly bolted to the 
firewall. Creepy. 

A few weeks later, after all this had time 
to sink in came a letter asking confirma- 
tion. I confirmed and in return got a letter 
officially appointing me to a seat on the 
team, the car and driver position, first 01 
second to be assigned later. Go get an FIA 
license, said the letter. 

Followed months of somewhat nervous 
anticipation and finally the sixteenth of 
March rolled around. The check-in at race 
headquarters and ensuing physicals were 
a breeze. 

The team was garaged in the town of 
Avon Park, just far enough away from the 
hectic pace at Sebring to allow some peace 


SPORTS CARS ILLUSTRATED/JUNE 











and quiet. There, in a large service station 
garage were four of the happiest yet most 
capable looking little blue roadsters I’ve 
yet seen, aswarm with busy mechanics 
working on last minute details under the 
direction of Geoffrey Healey. 

The drivers, seven of us; Ed Leavens, 
Phil Stiles, “Doc” Kunz, Fred Hayes, Hugh 
Sutherland, John Colgate and myself, were 
taken in tow by Marcus Chambers the 
team manager. Marcus, a large, rounding, 
sandy-haired man whose spectacles are for- 
ever sliding down his nose in such a way 
that most of his glances are sent over the 
top of the rims, got right down to cases. 
We were told how high we could rev, what 
the signals meant and then he asked for 
questions. They came thick and fast from 
all sides. Each question was answered care- 
fully until all angles were covered. How 
fast would we come in to the pits? Not at 
all fast — haste makes waste. Would we 
kill the engines by stalling with the 
clutch? Yes, to prevent any tendency to 
run-on. We'd park with brakes off, and 
out of gear. We'd be given our lap times 
by signal board and told either to speed 
up, hold position or slow down as the case 
demanded. 

“Just so you don’t feel alone we'll be 
chatting with you by signals from time 
to time.” Very reassuring — it gets lone 
some on five-odd miles of concrete if no- 
body pays attention to you, 

Then we were formally introduced to 
the cars. Each driver got in and squirmed 
around, pushing pedals, wiggling gear 
levers and trying the seatbelts. Hayes and 
I were assigned to Number 55 with 
Johnnie Colgate assigned as reserve and/or 
third driver. The mechanic on the car, 
Brian Griffin from Canada, listened as we 
tequested minor adjustments, then made 
a few suggestions himself. 

Thus were we and the Sprites fitted to 
each other. 

And all this while it rained. And rained. 
And rained. 

The next day — the first day of practice 
— dawned the same. Wet. The entire land 
seemed to be a dismal sea of puddles. The 
course was as wet as any racing plant can 
get. Where there wasn’t standing wate 
there was running water coming from 
some place else. It was probably the worst 
set of conditions possible to make ac- 
quaintance with an automobile one was 
expected to drive some hours at full noise. 

Doctor Kunz, Phil Stiles, Fred Hayes 
and John Colgate started. Instructions 
were to take three laps at 5500 revs maxi- 
mum then bring the cars in for plug 
checks. Then back out for another five laps 
to round out an hour. The stop was also 
a pit rehearsal with the driver hauling 
himself out of the car and over the pit 
wall as quickly as possible so the allowed 

three men (two mechanics and a fuel 
man) could get to work. The stops came 
off like clockwork — no worry here unless 
someone (the most likely one would be 
me, I thought) got excited and goofed. 

The first job of an incoming driver was 

to report immediately to Geoff Healey. 

Any odd noises, car misbehavior or prob- 

lems were to be reported first. Then and 

only then was the incoming man to brief 
the next driver. 

“How was it,” I asked Hayes on his 
plug check stop with #55. 








“Wet,” said Hayes succinctly. “The car 
goes beautifully, though. It’s pretty slick 
when you hit the puddles but otherwise 
it’s sticking pretty good.” 

He went back 
started at about 


out then. Times, 
five minutes, thirty sec- 
onds were coming down. First 5:20, then 
5:15 and finally one car clicked through at 
five minutes flat. 


Then it was out 


which 


turn. Sutherland, Lea 
vens and me. Colgate was still happily buz- 
zing around in the reserve car. 

“Watch the two half-lefts,” 
said. “They're slick.” 

I took off after a thud on the back from 
Geoff. Down the pit runway in low cog, 
past the beckoning flagman and out onto 
the course under the Amoco bridge. Then 
came the first half-left. 

I took what I thought was a nice line 
Sure it was. Just the other side of the turn, 
which in the dry can be taken in a racing 
Sprite at 5500 rpm in top gear, was a sheet 
of water. Sprite #55 shot straight sideways 
for about 20 feet. Like any newcomer I 
had taken the turn with room to spare — 
room for which I thanked whatever guar- 
dian angel looks after the likes of me 
[he next turn was a bit better, slick but 
no side-stepping. The entrance to the road 
section was treated, at least by me, with 
all due respect on this first lap. For two 
reasons. First, I had seen a Lotus dump 
through overcooking it on that corner a 
couple of years back. Second, I had just 
gotten around 


Hayes had 


to discovering I hadn't 
bothered to fasten the seat belt. One thing 
I did notice though — nobody else was 
treating any part of the course with undue 
disrespect. Not that day. 

The esses were slithery but Hayes was 
right. Where there were no real puddles 
the Sprite stuck very nicely indeed. Then 
the long bend — not flat out this time 
around but later taken full bore with ease 
This time I was busy struggling with that 
damn belt. The hairpin came up fast but 
this is one you just haul down for and loat 
around. Heroism here just wastes time. 
Then the warehouse straight, newly paved 
and dead smooth this year. Then Webster 
the hard right, hard left and back out on 
the airport. And another puddle. And an 
other sudden shot to the right. Next the 
long straight after a hard right turn. For 
me a 360 degree turn. much confi 
dence, too much right foot and a puddle 
By the time I got things sorted out I had 


Too 


done a long slow loop down the straight 
Headed in the right direction still, I took 
off down the straight with the Sprite hap- 
pily jumping puddles the whole distance 
Then another straight and the U bend 
into the pit straight. It seemed as though 
it had taken a half hour — and probably 
had. The next lap was easier and the next 
easier still. 
flashed. It 


Then the come in signal was 
would have been welcome at 
any time during that first lap but now it 
was a bloody nuisance. 

The rain had made things rough for us 
but doubly so for others. While the Sprites 
did their share of slithering, some of the 
other cars were almost unmanageable. It 
became a standing joke that the Sprites 
could turn in laps considerably hotter in 
this slop than such redoubtable machinery 
as Oscas, Stanguellinis and Lancias. Even 
the Alfas were given a rough time. 

As one Osca driver put it in a mock 


fury that was only half simulated: “Every 
time I looked back there’d be a spray of 
water coming up. I'd pull over expecting 
a Porsche or something bigger and every 


time it'd be one of those pesky little 
Sprites!” 

Thursday's practice session was can 
celled. The rain had increased in fury 


making it virtually impossible to see 
through the streaming windshields. The 
night session was called off, too. Head- 
lights shining on that wall of water just 
made it that much worse. 
Friday was blessedly clear 
mind you, 


not 
least rainless 
Out on the course we each got about three 
laps, all there was time for in the short 
session allotted. The rescheduled night 
practice allowed another three laps mostly 
for headlight checking and marker orien- 
tation. 

Suddenly it was Saturday. Happily it 
dawned clear — 
sunny. 


sunny 
but clear or at 


even, believe it or not, 
“Be at the course at eight o’clock sharp,” 
Chambers had said. It was a wise precau- 
tion. Race day at Sebring begins early as 
spectators, officials, mechanics, drivers and 
anybody else connected with the event all 
try to get through one narrow road and 
one small gate at approximately the same 
time — normally about 9 a.m. If you head 
out before eight the normal five-minute 
trip takes only half an hour. If you wait 
until nine you'll be lucky 
from outside the fence. 
When we 


to see the start 
arrived on the scene the 
Sprites were already lined up, ready. The 
next hour and a half was taken up with 
quiet talk and getting the working and 
timing pits ready. Finally came the call to 
drivers for the pre-race briefing 
and the cars were rolled into their starting 
positions. 
Starters for 
Leavens and 


usual 


the Sprites Stiles 
Hayes. At the end of the 
count-down the sprint started and they 
were off, strangely enough in numerical 
order, 53, 54 and 55. Less than five minutes 
later they came around in the same order 


were 


Then the order changed. Hayes had 
turned a lap at 4:29 
Out went the “slow down” signal and 


the three little blue hard-tops started cit 
culating between 4:30 and 4:40, depending 
on traffic. One thing became immediately 
apparent. In dry conditions the Sprites 
could go deeper into the corners than 
almost any other car and go through as 
fast as all but Porsches, Oscas and the like 
Bigger machinery had to haul down earlier 
and go through most of the turns slowe1 
This sort of thing had the flag-men on 
the corners ready for the men in the white 
coats before the first hour was up. A Sprite 
would come barreling into a turn followed 
by something bigger and faster; out would 
come a marshal waving a blue flag fran- 
tically at the little A-H. At first we would 
obediently move over only to see the large 
car brake down a hundred yards furthei 
back and then loaf through the corner at 
ten miles an hour less than the optimum 
cornering speed of the Sprite. 

From then on the Sprite drivers began 
to get selective, the flagmen seemingly un- 
able to figure it out. If it was a Porsche 
or an Osca coming up, or if the approach- 
ing car was close enough that the sight 
of the Sprite in the line migh: be un- 


Geoffrey Healey directs car preparation 
prior to the race. 


Light, disc-braked Sprites could go 
deeper into corners than man 
fiercer machines. 


Wet track hindered the Super Sprites 


ss than other cars % th more torque 





















































































































































































































































Sprite power never faltered during 
twelve hours. Big track, little car (below) 
combined to produce big results. 
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nerving we moved over. Otherwise we 
went through full tilt and then moved 
over to allow the faster accelerating car to 
go by. 

First casualty of the team was Ed Lea- 
vens. A pair of rubber marker cones were 
kicked in his way by another car under 
somewhat less control. Ed came dragging 
the cones with him into the pit with a 
mangled tire, the result of battering from 
the markers but otherwise none the worse 
for wear. The car was soon sent on its way 
with a bare lap lost in the pits. 

At three hours the other Sprites were 
brought in one by one, refueled and the 
drivers swapped over. Sutherland took 
over 53, Kunz went in 54 and I went in 
55. For the next two hours I never saw 
another team-mate. We were about a mile 
or so apart and the lap speeds were so 
even — 4:32 to 4:35 — that no one gained 
or lost enough to see another member of 
the team. 

Then it happened. Coming out of the 
hairpin, I went for third gear and the 
throttle felt spongy. The same went for 
fourth. At the approach to Webster, the 
90-degree right, 90-degree left, I dropped 
to third and then to second and for an 
interminable second the throttle stayed 
flat on the floor. Then, before the willing 
little engine over-revved beyond 6600 
(6500 was the limit for top gear, 6000 rpm 
in the intermediate gears) the pedal oozed 
back up. I toed it and found that with 
care I could use it even for downshifts. 
It couldn’t be kicked but it could be jug- 
gled. The rest of the way to the pits was 
third and mainly fourth gear country any- 
way. Heading into the big U turn onto 
the pit straight and making a downshift 
there was a sudden harsh rasp. Sudden 
memories of a similar noise that heralded 
a broken crank in a larger Austin Healey 
came flooding in. 

But it wasn’t. One of the tuned exhaust 
pipes had apparently fatigued and cracked. 

The noise was just raw exhaust from one 
port. I made the pits sounding like a 
thrashing machine. Except for the pipe 
and the broken throttle return spring the 
car was intact. It took about 15 minutes 
for the efficient mechanics to replace the 
spring and with the aid of a cut up beer 
can and a bit of wire to repair the exhaust. 
Johnnie Colgate hopped in and was off 
to resume the grind. Within a few min- 
utes the others were called in for fueling 
and driver changes. 

Then, at about six hours the clouds 
came drifting over. 

Within a few minutes big drops, just 
a few, fell. We speculated; did we want 
the rain or didn’t we? It would slow us up 
but it would slow the others up more if 
practice was any criterion. Then, again 
we were doing well in dry weather. There 
wasn’t anything we could do about it but 
talk. We got the rain whether we wanted 
it Or not. 

As the drizzle turned into a real rain, 
the signalman went out and flashed a new 
sign to the MGs and the Sprites. In big 
block Da-glo letters it read: 

EASY DOES IT LUV 
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Small puddles became big ones and then 
turned into lakes. Big machinery that had 
been thundering by moments before 
slowed to a comparative crawl. Two cars, 
a Porsche and a Lotus went by side by 
side by each with one sending a continuous 
shower into the other the length of the 
straight. 

The Sprites continued their grind, now 
slowed down to five-minutes-plus a lap. 
Even the big equipment was well up in 
the four minutes and some odd seconds 
per lap. 

Then 55 was overdue. One minute went 
by and then another and then yet an- 
other. Just as the wait began to get un- 
nerving, Hayes, who had taken the car 
from Colgate for his second stint, came 
sputtering in. This time it wasn’t just a 
throttle spring. The whole linkage had 
come adrift in the road section. Hayes, 
with rare presence had unbuttoned the 
hood and set up the fast idle screws to 
2500 rpm and puttered back in where aid 
was available. If nothing else it was an 
answer to those who maintain there is no 
need for a racing driver to know anything 
about his car mechanically. Three laps 
went by while the resourceful crew taped 
and wired the linkage together and Hayes 
went out again with instructions to finish 
the race since the load of fuel taken on 
during the stop was enough to carry him 

through 

Kunz then came in. The car was gassed 
and checked. Sutherland hopped in and 
started off. He got about ten feet and 
stopped. Awful noises had come from the 
gearbox. Still in the Sprite pit area, the 
car was checked and it was discovered that 
first and second gears were useless and 
third possibly damaged. Donald and Geof- 
frey had a quick conference and Sutherland 
was sent out, told to use top gear as much 
as possible and third only in emergencies. 

The other car suddenly came bump-bump- 
ing in with a flat. On inspection the tube 
was found to be entirely gone — missing 
completely. The car had, up to then, only 
two unscheduled pit stops, once for the 
pylons caught in the underpinning and 
once for a stuck gear lever. A quick tire 
change and fuel-up and out it went with 
Leavens up still leading the class. 

That, thankfully, was the last of the 
damage. The next hour and a half went 

uneventfully. 

The finish order was Sutherland /Stiles, 
Leavens/Kunz and Hayes/Christy /Colgate. 
All three cars finished, somewhat the worse 
for wear, true, but they finished one, two 
three in class beating other cars in classes 
much higher and even breaking up the 
finish order of the redoubtable DOHC 
Abarths. In fact one, #55, was in good 
enough shape to be driven, with no more 
than a plug change, to California starting 
the next morning but that’s another story. 

As for this particular story, I for one 
am proud to have been part of it and 
proud of the mechanics, the cars and the 

team that made it possible. Thanks, 
fellows. 
—John Christy 
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Sebring is rather like the proverbial 
iceberg—most of it remains unseen. Not 
even considering the months of back 
ground planning and organization, it is 
still much more than just one long day's 
racing. A vast amount of activity goes on 
before, during and after the race itself 
yet even the event’s most involved parti 
cipants see littke more than what takes 
place right around them The driver 
town resident, mechanic, policeman, pit 
steward, hot-dog seller, spectator — each 
iews the race in a different wavy, and at 
Sebring it isn’t easv to see the entire 
picture because its various parts are spread 


jig-saw puzzle fashion over a large area 


Sebring 


Ihe circuit is seven miles from town. The 
Cunningham group is out there while the 
Scuderia Ferrari is established in the 
Oldsmobile garage at the north end of 
Sebring’s main street. The works Porsches 
are at the fairgrounds, the Sprites at 
Avon Park, 10 miles above Sebring. The 


race headquarters is at one place, the 
press headquarters at another. It is not at 
all unusual for one of the competing cars 
to be located 15 miles from the course in 
one direction while the driver of the car is 
staying at a motel 10 miles from the start 
ing line in another direction. At all these 
places things were happening and we've 
tried to show some of these things as they 
were going on. We've also tried to capture 
the excitement of the practice sessions and 


to show you the race itself “behind the 














scenes 


Story and photos by Irv Dolin 





Race morning, 6:30 A.M. It’s hard 
get a decent web (left) built with 
all these cars going by. The 
pre-race drivers meeting (above) is an 
established Sebring tradition. 





Isabelle Haskell de Tomaso (below) tries her hand at number painting 
on the 750 cc Osca. In the background are the three “works” cars. 
The envy of everyone. HE had an umbrella. 
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Rod Carveth (above) brings his Ferrari into the pits after pushing it 
nearly four miles... he will, in the future, check fuel consumption. 





Paddock scene ... day before the race. 1 plastic-covered John Fitch and friend (above) wait for rain to cease. 
Reports that several small cars sank 
out of sight were greatly exaggerated 
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Phil Hill waiting to take ove & 
during practice in the rain. Not 
modified slicker sleeves. ie 


One of those working press photographe rs you’ve heard so much about. 
] 
Bonnier (below) listens to some vital information from 


von Trips during a driver changeover. 


Denise McCluggage and Ricardo Rodriguez exchange opinions (above) 
! 
during night practice. 


No, this isn’tan Indian religious riot. It’s merely the finish of th 
11 Sebring, pit stewards (left) must be versatile. 
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Ferrari Team Manager Tavoni slows 
his charges down as the race draws 


to an end. 


Cheered on by a girl and a friendly dog, tired mechanics 
manhandle one of the Ferraris up the loading ramp of the 
truck after the race. Sebring residents find nothing unusual 
as odd-looking cars rasp along the town’s normally quiet 
streets at all hours of the day or night. 


At Sebring both man and machine need fuel. . Momo inspects water-cooled brak 
refuels surrounded by cans of gas for his car. Lister-Jags did not use them during 
race due to their failure in practice 


she. te 


Cahier seems to be giving Phil Hill some inside information, while 

Oilivier Gendebien makes something plain to Harry Schell’s brother, 
Philippe. Race cars are like babies they require a lot of floor pacing through 
the night, here Lotus lovers work late (left) the night before the race. 
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Story and photos by Irv Dolin 


















The Sebring race is one which allows 
the spectator to do much more than 
simply drape himself over a snow fence 
for a few hours, as he might do at a 
Lime Rock event or Pomona. No, Sebring 
is an occasion and the spectator acts ac- 
cordingly. He appears on the scene very 
carly — sometimes days early — equipped 
with car, wife, offspring, food, camera, 
binoculars, blankets, extra funds and tre- 
mendous enthusiasm. (This year, if he 
was really prepared, he also brought along 
foul-weather gear.) Some people make 
even more élaborate preparations and 
show up with portable scoffolding, tents, 
miscellaneous furniture, backyard ovens, 
iceboxes and enough provisions to equip 
an African safari for six months. The 
spectator is there to enjoy himself and 
he does, If he tires of car watching he 
can wander over to the midway near the 
main grandstand. There he can purchase 
gooey inedibles, funny hats or other suit- 
able souvenirs. (There was no ferris wheel 
to ride on this year, however.) When it’s 
all over and he’s inching his way out in 
miles-long bumper-to-bumper traffic, pos- 
sibly in company with the works Ferraris 
on their way back to town, he may wonder 
why he did it, but come next March he’ll 
almost certainly be back again, complete 
with all the aforementioned personnel and 
equipment—plus a few extras he may have 
overlooked this time. The accompanying 
photographs show the spectator in action. 








Yes, Sebring is a tough course for drivers and spectators altke. 


"59 fashion note: more 

a nd more men are wea 
ng bou le rs. Men of 
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‘My lands don’t those little cars 

make alot o note.” This one 
(right), however doesn’ 
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Old or young, classic lines are classic lines 
S Two trim spectators watch action over heads 
of crowd. Vintage car cavalcade (above) was 


a feature of this year’s Sc bring 
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STUDEBAKER LARK VI SEDAN 
LARK Vill STATION WAGON 








HENEVER a new car is introduced, 
the first task for viewers and re- 


viewers alike is to decide exactly 
what market the manufacturer is pitching 
for. After all, it’s hardly fair to condemn 
a pseudo-sports car when the maker is real- 
ly intending to sell it to tired old business- 
men. 

Well, there were some businessmen in 
South Bend, Indiana who were tired al- 
right, tired of watching the sales curve 
dipping downward. Having their heads 
screwed on properly, they proceeded to 
take a good, long Jook at the state of the 
car market. 

Recognizing that they had gotten an un- 
satisfactorily small slice of what till lately 
was the huge market for equally huge cars, 
they decided it might be better to be a 
relatively larger frog in a much smaller 
pond. 

With their confidence in a more econom- 
ical car’s prospects bolstered by last year’s 
Scotsman, they set to in a crash program 
to prepare tooling for the new series. The 
basic concept was that if a full-sized car 
which looked economical was successful, 
then a similar car which augmented these 
virtues by eliminating the pretense of be- 
ing a “big” car would be still more success- 
ful. Better still if it could be done with a 
minimum of retooling. 

The result is the Lark, and to judge by 
what we read in the papers, a revival of 
civic confidence in South Bend. The key 
words used by the admen to describe the 
Lark are “compact” and “sensible.” They 
accurately indicate the market being aimed 
at; city-dwellers to whom space is dear and 
economy-minded owners who need a six- 
passenger machine but don’t care for juke- 
box styling, no matter how beautifully pro- 
portioned it may be. 

We tried two quite different Larks, a 
light-gray four-door sedan with the six cyl- 
inder engine and overdrive (not quite a 
stark Lark) and a green two-door station 
wagon with the V-8 engine and automatic 
transmission. Both were driven to Sebring 
and back by our stalwart test crew and 
both have seen lots of urban-suburban 


traffic in the New York area before and 
since. We are quite convinced that the six 
especially is unsuited for heavy cross-coun- 
try work as its 90-hp leaves it definitely in 
the poopy category when trying to over- 
take at 50-plus mph. No doubt about it, 
we've been spoiled by the horsepower race 
and we do not like having to plan our 
passing maneuvers so extensively. 

In town, it’s quite another story, and one 
that snuck up on us unexpectedly. If you 
pretend it’s been mildly souped, with a 
larger carburetor and a semi-race cam and 
therefore you hang on in each gear right 
out past peak power, why, then you find 
you are running out in front and the 
Lark VI feels very spirited. Our first ride 
in a Lark was in a taxi version (there are 
several hundred of them in NYC now) and 
the driver treated it as if there were seven 
or eight liters under the hood and then 
complained about the poor acceleration. 
In this respect, it’s much like many of the 
imports, what performance there is isn’t 
world-shaking, but it’s always available 
and easy to use. The gear ratios aren't too 
close, they can’t be when you've got a 
three-speed box. But Studebaker has spread 
the ratios as nicely as they possibly could 
with a 1.6: 1 step with both shifts. (Third 
is direct, second is 1.63/1 and first gear is 
2.60/1.) 

Our six had the Borg-Warner overdrive 
and accordingly, the rear axle ratio was 
3.73/1 instead of 3.54. At any speed above 
30 mph, momentarily lifting one’s foot off 
the accelerator pedal permits it to engage 
automatically. A kickdown switch under 
the same pedal provides instantaneous 
shifts back into direct. A hand control lets 
you lock the device completely out but un- 
less this is used, the car will free-wheel (no 
engine-braking) in any gear below 25 mph. 

The result is much the same as having 
a four-speed gearbox with automatic shifts 
between third and fourth, or, since second- 
overdrive is so similar to third, between 
second and “third.” The latter is rather 
fun in city traffic, though the free-wheeling 
may induce you to forget you're still in 
gear until the car speed drops to corre- 
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Lark six (top left) 1s Studebaker’s 58 flat head de-stroked 
to increase gas economy. Sedan (left) can be converted into 
fairly comfortable slee ping quarters. Split seat back makes 


it possible for passenger to cat nap while underway 


Truncated Lark sedan (top) amazingly does not give 
away many cubic inches in the trunk department. 
Center-mounted spare is possible source of suitcase 
scars. Wagon and sedan (right) very obviously 


belong to the same family of compact cars. Wagon 
is fitted with top mounted chrome lugga 


ge rack. 
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Lark wagon (top) has LST capacity 
with rear seats down and tail gate 
open. Spare is stowed under rear 
compartment floor board, Stude- 
baker V-8 has more than enough 
muscle to tote spring creaking loads. 


spond with engine idle speed and suddenly 
you find you’re lugging the engine and 
about to stall it. 

The column shift is fairly taut, though 
reverse was still stiff to engage even after 
6000 miles had come and gone. 

\bout pretending the engine’s been hot- 
rodded, in a sense it has. But the engineers 
had one strong limitation on them. The 
Larks, both VIs and VIIIs (we’re fascinated 
by these Roman numerals) , are intended 
to run on regular gasoline rather than pre- 
mium or super. And for economy, both of 
operation and first cost, there is only one 
carb. So to squeeze out extra power, famil- 
iar tricks of the hot-rodding fraternity 
were used. First they settled on the highest 
compression ratio suited to current “regu- 
lar” gas. This turned out to be 8.3/1 com 
pared to last year’s 7.5/1. Alterations to the 
camshaft and carburetor, not to forget the 
reduction in displacement from 185.5 to 
169.6 cubic inches, brought the peak torque 
down from 152 lbs-ft to 145. 

That drop in displacement came from 
chopping the stroke to four inches even. 
Though that hardly qualifies it as a short- 
stroke, it certainly is a step to encourag« 
revving, what with lower piston speeds and 
increased bearing overlap. And as we've al- 
ready indicated, the proper way to drive 
the Lark VI is to use lots of revs. 

Just to make the engine’s life easier, the 
weight is reduced some 120 pounds from 
the '58 models. This came about from the 
general shortening process that occurred 
on the drafting boards, but to brush the 
Larks off as merely last year’s models with 
814 inches chopped out of the middle and 
most of the overhang amputated is to over- 
look the many detail changes which add 
greatly to the ease if not joy of owning 
such a straight-forward, functional car. 

The simplicity of the car’s lines not only 
reduces the expense of the stampings but 
adds considerably to the car’s appeal, Some 
prospective owners have no wish to adver- 
tise their social or financial standing—and 
not because they have none. 

Another practical virtue is that cars with 
clean lines are much easier to keep clean. 
Some feel that such a car avoids minor 
traffic dents better than more ornate ones, 
too. There’s no step-down (and clamber- 
out) frame, so inside the floor is flat and a 
whisk broom replaces the vacuum cleane1 
as a how-to cleaning tool. All fenders are 
attached with bolts which means that if 
you tear one, you needn’t weld the next 
one on. 

There is no doubt that the Lark is in- 
tended as a sensible, economical transpor- 
tation. What then is it like to drive? 











Both the sedan and the wagon share the same dashboard styling. Wagon (above) 
was fitted with Studebaker automatic transmission 


Well, to start with, the engine occasion- 
ally was difficult to start, especially in damp 
weather. We're inclined to blame the auto 
matic choke which would introduce itself 
into the proceedings even when the engine 
was fully warm. Though easily eliminated 
by a heavy blip of the throttle, perhaps 
another step backwards would be in order, 
as hand chokes rarely give you trouble. 

On slow idle the engine seemed a bit 
rough, perhaps an inevitable result of the 
extra high compression ratio. And to cap 


these minor unpleasantries, the clutch 
throw-out disc was mis-aligned. Combined 
with soft engine mountings and a rear axle 
entirely 


dependent on the limber leaf 


springs for longitudinal location, every 
start was made with a shudder that fed its 
way back into the throttle pedal. 

Light overall weight and an ability to 
rev past peak power gave the six satisfac 
tory performance away from the traffic sig- 
nals. At high revs, the engine retains a 
determined sort of hardness that reminds 
you that it’s working for you. Quite unlike 
the turbine smoothness of the V-8 which, 
coupled to the Borg-Warner automatic 
transmission (dubbed Flightomatic) gives 
typical American 
yet very brisk. Unless the few extra miles 
per gallon mean a lot, the smoothness of 
the eight makes it altogether more satis- 
factory. The six, of course, is noticeably 
cheaper to buy and maintain. 

Under the hood accessibility looks good 
on the six, though the dipstick is so long 
and so far to the rear that it must be bent 
slightly to clear the openéd hood. A plain 
paper air filter traps the dirt but not all 
the sounds at the 


performance — smooth, 


The battery 
is far forward on the left fender well in 
both cars, probably the coolest under-hood 
location available 


carburetor. 


Seat adjustment fore and aft is large 
enough to raise a complaint from the rear 
seat passengers, but since the prospective 
customer rarely rides back there, this 
should cause no problems for him. A good 
deal of the decrease in wheelbase seems to 
have been accommodated by shortening 
the rear seat cushion, but as long as the 
front seat is not all the way back, the back 
one is plenty comfortable 

The backs of the front seats are also 
adjustable for rake, If the front seat is 
adjusted to its full-forward position, the 
backs drop down flush with the rear seat 


cushion, to make a bed. The passenger can 


stretch out alone while the driver presses 
on alone, or both sides can be lowered 
converting the Lark into a miniature bed 
room. Perhaps a No Vacancy sign may be 
offered soon as an optional extra 

Our main complaint about the seats is 
our usual one; no lateral support. Even 
with the small transmission bulge pushing 
the pedals to the left of the steering col- 
likely 


eventually is found slouched 


umn center line, the driver, more 
than not, 
against the door, his left elbow on the arm- 
rest and his hands on the wheel seven 
and two o'clock. Not easy to stay alert 
when you don’t even look alert. The accel- 
erator pedal, typically for American Cars, 
has its hinge point about an inch or so 
back from the floor board. Unless you as- 
sume the catty corner seating position just 
mentioned, you find that either the left 
foot doesn’t quite reach the floorboard or 
the right leg is inadequately supported by 
the seat. We're beginning to wonder who 
shaped these Mr. Averages that are used 
so much in American design studios 

The Lark has a very pleasant, attractive 
instrument panel with, thank goodness, a 
round, yea, even circular speedomete1 dial 
What will they think of next? Warning 
lights care for oil pressure and amperage 
deficiencies, with gauges present for fuel 
supply and water temperature. The latter 
rises quickly to its operating figure, en 
abling the excellent heater-defroster to be 
used within a half-mile or so. Of the four 
knobs around the instrument cluster, the 
upper ones operate the headlights (good) 
and the windshield wipers (two-speed elec 
trical—especially important on low pow- 
ered cars). A two speed fan for the heater 
and a combined heater vs. defroster and 
thermostat control (whose knob fell off) 
and the ignition key/starter complete the 
dashboard array. 
tee handles and knobs for the hood re- 
lease, fresh air intakes and the overdrive 
lock-out. The radio at the center of the 
dashboard has good selectivity and powe1 


Just under the edge are 


and excellent tone. (Not the push button 
model, incidentally) 

Despite the drastic surgery, the trunk 
seems to have suffered not at all. The ad- 
vantage of squared off lines is that the flat 
panels can enclose really useable space 
Our only complaint about the trunk is a 
usual one, those little sharp edges which 
chomp away at yout leather suitcases, mile 
after mile. The station wagon, on the other 
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STUDEBAKER LARK Vi SEDAN 
Suggested List Price, FOB South Bend, gioss 


Manufacturer: ..... «+ .++.» Studebaker-Packard 
South Bend 27, Ind 
PERFORMANCE 
TOP SPEED: 
Estimated ...............80 mph 
ACCELERATION: 


From zero to 
Neer 
40 GBR io cas. 4k Re 
Pe SS 

"60 mph palace #404008 
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Compression Ratio ....... 8.3/1 
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Final drive ratio .........3.73 
Axle torque taken by ..... rear sp 
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Wheelbase 08.5 
Tread, front and rear .... 57.4, 56.6 in. 
Front t, coil and 
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NE OF the most interesting aspects of Russian sports car 

racing is the fact that it is strictly amateur. In the past 

it has not been encouraged by the Government, be- 
cause it only served to point up the lack of passenger cars in 
the country. Recently, however, the Soviet hierarchy has dis- 
covered automobile racing. Through the various sporting 
clubs funds have been appropriated to aid specials builders, 
and in general encourage drivers. All the cars raced are based 
on parts from the seven civilian models manufactured in 
the country. 

If automobile racing follows the trend of other sports in 
the Soviet Union — in the attempt to have international 
winners in every category from ping pong to shot putting— 
then we may see special cars and drivers appearing on 
European circuits to compete against the best that can be 
produced by the Continentals. 

Soviet engineering has shown what it can do — if the 
Kremlin leaders decide that international racing provides 
enough of a propaganda sounding board this knowledge may 
be brought to bear on the problems connected with the 


construction of ultra-fast competition cars. —_ww 


; 


Nonchalant driver waits for start of 
his race. Bump just aft of his elbow 
is carburetor air intake. 


There are very few activities 
conducted in a casual manner in 
the Soviet Union. Drivers, clad in 
motorcycle leathers, line up for 
instructions from the flag marshal 
before the start of the national 
championship race. 
























Two-man crews sprint for their waiting cars at start of 330-mile 
race. Course ts situated outside the city of Minsk. One lap equals 
11 miles, and contains 36 different types of curves and bends. 











Valery Shakhverdov, the USSR champion in 
the 2500 cc class, takes his winning No. 14 
(above) ona lap of honor around the Kirov 
Stadium. A winner (below) of the Fourth 
USSR Automobile Road Races receives his 
prize. Russian cars must have plenty of boot 
room around the pedals — or the heel-and-toe 
technique hasn't penetrated the Iron Curtain. 


Way-out Russian single seater has fully streamlined 
body, rear engine, and tuned exhaust system. Car 
exhibits better finish than that found on the 
majority of Russian com pe tition machines. 





1/l photos Pita 


Flounder-flat single seate) 

is backed into take-off spot 
oe before Le Mans start. Rea 
} end of body is ratsed to 


keep car from becoming 









airborne on long fast 
straights. 


rescription for Performance 


by W. G. “Racer” Brown 


Scarab uses tuned exhaust system. Individual pipes measure 32 inches from 
block to main pipe. Length was determined by experiments on dynamometer. 


All out Chev can profit from magneto ignition. 
Unit on Scarabs necessitates special drive. 


T ISN’T possible to fully appreciate 
the Chevrolet V8 engine until it has 
been seen, heard and felt in action in 
fully modified form. The characteristics 
and responsiveness of the engine are unlike 
any other production engine in the world 
and are certainly divorced from the usual 
run of wedge combustion chamber, push- 
rod overhead valve, Detroit-inspired V8’s. 

Before launching a full-scale modifica- 
tion attack, several important items must 
be seriously considered. First and foremost 
is the matter of engine size; how many 
cubes? With two basic cylinder block bore 
sizes to choose from, it is possible to build 
an engine from 265 to 351 cubic inches 
in increments of about 10 cubic inches, 
and still retain a very good reliability fac- 
tor. Is the engine to be used for street and 
road and an occasional bash? Or is it 
strictly for racing? An “aye” to the former 
question will involve some compromises 
that are neither necessary nor desirable 
in obtaining maximum power and torque 
from the strictly racing type of power- 
plant. Next is the type of fuel to be used 
most predominantly. Obviously, gasoline 
for sports cars. But then the quailty of 
gasolines vary from one area to another, 
which will affect the maximum usable 
compression ratio, the air/fuel mixture 
ratio and ignition timing. Variations in 
altitude also influence these factors. Su- 
percharged or normally-aspirated? Here 
again a lot depends on the answer. 

Last, but not least, the problem of main- 
tainance arises. Racing engines, regardless 
of type or origin, demand lots of time for 
careful and efficient preparation. They 
also require rather frequent replacement 
of parts. Major last-minute changes are, 
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or at least should be, out of the question. 
Ditto for postponement of routine inspec- 
tion and parts replacement. “I haven't 
even lifted the hood in six months” is 
heard with amazing frequency, even re- 
lated to bona fide racing equipment, Ob- 
viously then the only thing that keeps the 
poor neglected engine together is the fact 
that performance has slowly deteriorated 
to the point where the engine isn’t pro- 
ducing any power and, consequently 
couldn’t blow up if it had to. Either that 
or the engine is waiting to explode as the 
infamous words are uttered. Unfortu- 
nately, engines are not idiot-proof, never- 
theless there is no real excuse for ruining 
one. Stopping troubles of all kinds before 
they can do any damage is the most im- 
portant phase of maintainance and this 


requires the most intimate kind of knowl- . 


edge of an engine’s workings. If, therefore, 
you are not prepared to lavish time and 
attention upon your engine, better forget 
about the racing conversion and concen- 
trate on the less powerful types, which 
are inherently less prone to catastrophic ex- 
plosions. 

Another facet worthy of exploration is 
the distance or time involved in races. 
In all but the most extreme cases, there 
is no real threat here to an engine’s 
longevity. However, for thousand mile 
races and the like, a few compromises are 
again advisable to keep the engine in one 
piece for the distance. 

Let's gab a bit about power and torque. 
Here when horsepower is mentioned, I 
mean observed, sustained, big, fuzzy 
American brake horsepower, undoctored 
by unrealistic correction factors and un- 
contaminated by salesmanship and “flash” 
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dyno readings. The Americans are not the 
only ones with exaggerated ideas about 
power. Quite recently, a 21% liter four 
cylinder Italian racing engine was checked 
on an American dyno. This engine was 
factory rated at 280 bhp at 6500 RPM 
using gasoline. Razor-sharp and _ super- 
tuned, it pulled 240 honest U.S. horse- 
power or 14 percent less than advertised. 
Still, this is 158 bhp per cubic inch. A 
sharp 11% liter twin cam Coventry Climax 
will actually produce 145 bhp at 6500, 
or 1.6 bhp per cubic inch, About the most 
we can expect from a thoroughy modified 
265 cubic inch Chev is 1.24 bhp per cubic 
inch. This will drop to about 1.14 bhp 
per cube for the larger bored and stroked 
versions. The basic difference in specific 
output between the two examples above 
and the Chev is that of gas flow into and 
from the combustion chamber. With the 
Chev, we are forced to accept compromises 
in porting due to production demands and 
in available and usable space for valves 
because of the wedge type combustion 
chamber, in which the valves are located 
side-by-side in single file down the head, 
as opposed to the lateral disposition of 
the valves in a hemispherical chamber. 
But there is more to it than porting and 
physical valve dimensions. In a hemispher- 
ical chamber with the valves located op- 
posite each other, there is, or can be, a 
considerable scavenging effect during the 
valve overlap period when both valves are 
slightly open. During this period, while 
the intake valve is opening and the exhaust 
valve is closing, the inertia of the depart- 
ing exhaust gases induces part of the in- 
coming air/fuel charge to exit with the 
burned gases. This means that the air/fuel 











During the valve overlap period with this 
type of chamber, the incoming air/fuel 
charge is actually “short-circuited” from 
the intake port to the immediately-adja- 
cent exhaust port, leaving the remaindet 
of the chamber volume, and by far the 
greater portion, unswept, uncleansed and 
unscavenged of residual exhaust gases. 
Needless io say, this dilutes the remainder 
of the incoming charge to an extent that 
limits the amount of available power. Long 
valve overlap periods here are out of place. 
But by the relatively simple expedient of 
a good exhaust system, this condition can 
be relieved, as we shall see. 

However, what the Chev lacks in top 
end horsepower, it more than makes up 
for in mid-range torque. This engine 
doesn’t develop gobs of torque, as do some 
Detroiters, but what is developed is in the 
engine speed range where it can be used 
to best advantage. A specific value of 1.05 
pounds-feet of torque per cubic inch in 
the 4000 to 5000 RPM range is attainable 
and quite common for modified Chevs and 
can be as high as 1.18 pounds-feet pet 
cube. On the other hand, the very weapons 
the Europeans use to obtain higher power 
at higher speeds, ram tuning and long 
valve overlap periods, both effective within 
fairly narrow speed ranges, combine to 
defeat mid-range torque output. Overall, 
the modified Chev has a very definite ad- 
vantage, except possibly for the very fast- 
est race courses where absolute maximum 
power dictates lap times. In this country 
these courses, perhaps fortunately for our 
cause, are practically non-existent. But it’s 
safe to state that a modified Chev engined 
competition sports car is capable of win- 
ning over European rivals on any road 
racing course here and a good many 
abroad. This fact has been repeatedly and 
forcibly demonstrated by the Reventlow 


crankshaft, connecting rods, ¢ 
etc., described in last months’ tale become 
mandatory when building a first-class mod- 
ified power plant. The data regarding bear- 
ings, bearing clearances, torque limits and 
other miscellaneous details apply equally 
to the modified engine as to the stocker. 

There are several important exceptions. 
If the Chev has any notable weakness, it 
is in the main bearing department caused 
by a slight but definite lack of stiffness 
in the cylinder block structure. Special 
steel main bearing caps for the four for- 
ward bearings are therefore advisable be- 
cause of considerably higher cylinder pres- 
sures the engine will develop in modified 
form and slightly higher average engine 
speeds. These steel main caps are not a 
cure-all but they are a definite help and 
they will not break as stock cast iron caps 
have been known to do. The stock reat 
bearing cap is retained. The procedure 
here is to install the steel main caps in the 
block, checking them for a snug fit in the 
shallow recesses provided for them, torque 
them to 75 pounds-feet and very carefully 
line-bore the caps to size. Number the 
caps so that they won’t become mixed up 
or turned around, Semi-finished heavy 
duty copper-lead main bearings are avail 
able from Federal-Mogul, these being com- 
patible with the crankshaft material and 
hardness. The bearings are properly in- 
stalled in the block and main caps, the 
caps assembled to the block then the bear 
ings are line-bored to give from .002 to 
003 in. operating clearance between the 
bearings and the crankshaft main journals 
Substituting these Federal-Mogul bearings 
for the standard Chev Morraine “400” 


aluminum bearings is about the only 


way out because the Morraine bearings 
are not produced in semi-finished form, 
which means that they are not resizable 
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creased structural stiffening in the main 
bearing webs as well as 14 in. larger cylin 
der bores. However, the piston displace 
ment chosen for the engine will determine 
which block to use: pre-’57 or post-’57. As 
it happens, the earlier 334-inch bore, 3 
inch stroke 265 cubic inch assemblies fall 
neatly within the American Power Boat 
\ssociation rules for 265 hydroplanes. Of 
no small significance is the fact that all 
the top 265 hydros in the country are 
Chev powered. The straightaway record is 
held by a small DeSoto but this thing can’t 
get out of its own way in closed-course 
competition 

But, back to relevancies. The early blocks 
can be bored safely oversize to 37% 
inches, which is the standard °57 and late 
S1/¢ except for some passenger cars and 
trucks. "57 and later blocks can also be 
bored safely 14 inch over to 4 inches. These 
figures should be regarded as maximum for 
distortion-free cylinder bores. If possible 
the block should be closely examined be 
fore boring for signs of core shifting 
which can easily lead to cracked cylindet 
walls or at least to bore distortion, In 
the case of supercharged engines, the max 
imum bore size should be held to .060 
in. over standard 

Special pistons for the Chev are avail 
able in any bore size from 334 to 4 inches 
and any stroke | neth The notched stock 
Corvette pistons, with either flat crown 
or shallow inverted V-crown used in fuel 
Injection engines, are certainly sufficiently 
rugged but they are very heavy. Also, they 
are only available in bore sizes from stand 
ard to .040 in. over and only for the stand 
ard 3-inch = stroke Wheneve1 possible 
piston crowns should be flat except for 
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properly located and _ sufficiently deep 
notches to prevent interference with the 
valves during the overlap period. Wedge- 
top pistons should not be used unless the 
compression ratio cannot be raised suffici- 
ently without them. The reason is that the 
highest part of the wedge crown is right 
smack in front of the spark plug at o1 
near top center, a point that practically 
guarantees somewhat abnormal combus- 
tion. Pistons should be of the three-ring 
solid skirt type ground to either a “D” 
or “E” cam for racing purposes. Snap ring 
grooves should be specified to retain the 
full-floating piston pin. Specified clearance 
between the piston skirt and the cylinder 
bore will vary with the piston manufac- 
turer but will generally fall within .006 
in. for mildly modified engines to .008 o1 
.009 in. for all-out versions. 

When pistons are ordered, special at- 
tention must be paid to the piston ring 
grooves. There are several very good brands 
of piston rings on the market and the ring 
grooves must be machined to match the 
rings. But the excellence of compression 
and oil control afforded by the Perfect 
Circle “98” rings cannot be denied for ex- 
treme service conditions over long periods. 
This ring set conforms to SAE standards 
for 5/32 in. wide compression rings and 
3/16 in. wide oil rings. Rings must be 
individually fitted to pistons and bores. 
End clearance in the bore must be from 
.014 to .018 in. and side clearance in the 
ring grooves must be from .002 to .003 in. 
for the two top rings. Piston pins must 
be a light push fit in their bores. Pins 
must be of reasonable wall thickness and 
the length must be right for the pistons 
Pins with high core hardnesses are not 
desirable because of brittleness and in- 
flexibility. Pins marketed under the trade- 
name of Nylen have relatively soft cores, 
are chrome plated for long life and are 
generally well-suited for competition 
engines. 

Pistons must be x-rayed for flaws, the 
Zyglo process sometimes being inconclu- 
sive. Pins must be magnafluxed, The piston 
assembly, including the piston, rings, pin 
and pin retaining clips must be balanced 
for equal overall weight. As for a choice 
between the methods used for producing 
special pistons; sand castings, permanent 
mold castings or impact extrusions, com- 
monly called forgings, flip a coin. We have 
used a great number of pistons produced 
by all three methods and have yet to ex- 
perience a failure. Detonation is the prime 
cause for ruined pistons and if detonation 
is avoided, there is no reason to believe 
that a piston will fail, provided the pis- 
tons are thoroughly inspected and properly 
installed. 

When the engine is partially assembled, 
install one head gasket, one head, the cam- 
shaft, the valves and valve gear for one 
cylinder. Before bolting the head in place, 
apply a strip of modeling clay about 144 

inch thick in the valve reliefs in the piston. 
Bolt the head on, set the correct operating 
valve clearance and rotate the engine by 
hand at least two complete revolutions. 
Remove the head and very carefully meas- 
ure the depth of the clay at its thinnest 
section. The minimum acceptable clear- 
ance between the piston and valves must 
be no less than .060 in. This will give 
sufficient clearance for momentary valve 














float. If machine work is necessary on the 
pistons to correct the piston-to-valve clear- 
ance, have it done before the pistons are 
balanced. 

Connecting rods for our engine are stock 
Chev. They must, by all means, be com- 
petently rebuilt, even though they are 
new, as outlined in previous issues. The 
piston pin bore of the rods should be 
honed for a light push fit of the pin. Rods, 
caps and bolts should be magnafluxed. 
It’s a very good plan indeed to shot peen 
the rods and caps for improved fatigue 
resistance. 

The opinion is often expressed that 
Chev crankshafts with stroke lengths al- 
tered from the standard 3-inch are not 
reliable and cannot be trusted for extreme 
service applications. To which I have to 
say one word: Nonsense! There are two 
qualifications however; first, if the stroke 
increase is within reason and, second, that 
detonation be avoided as if it were the 
plague which, as fai as internal combustion 
engines are concerned, it is indeed. Avoid- 
ing detonation only makes good sense for 
the entire engine and its quality of per- 
formance, not merely to safeguard pistons, 
connecting rods, crankshafts, main bearing 
caps, webs, etc. If a magnafluxed, x-rayed, 
spot peened and properly installed stroker 
crank breaks in operation, the chances are 
excellent that a stock crank would also 
break under the same conditions. 

Stroked Chev cranks are available in 4, 

3% and 14-inch stroke increases, although 
any stroke length between standard to as 
much as 34-inch increase may be had on 
special order. The 3%-in. stroke increase 
(total stroke 33¢-inches) is currently the 
most popular and is a good compromise 
between extreme reliability, piston dis- 
placement increase and the gain in power 
and torque afforded by the larger engine. 
The best stroker cranks have material 
similar to the parent metal welded to the 
crankpins before the pins are ground to 
the new stroke length. New stroked cranks 
come with standard size crankpins and 
010 in. undersize main journals which 
must be taken into account when bearings 
are ordered. The crank should be shot 
peened and the crank, rod and _ piston 
assemblies must be statically and dynam- 
ically balanced. 

Correct procedure for installing the 
crankshaft, rod and piston assembly, meas- 
uring bearing clearances, etc., were men- 
tioned in last month’s issue and are ap- 
plicable to our modified engine. Morraine 
“400” aluminum rod bearings should be 
used. In good condition, the stock Chev 
oil pump produces sufficient pressure and 
flow for a modified engine. 

CYLINDER HEADS 

The use of °58 or later Corvette fuel 
injection cylinder heads is recommended, 
although any '56 or later Corvette heads 
are acceptable. Earlier Corvette or passen- 
ger car heads have considerably smaller 
intake ports and are.not acceptable for our 
purpose. The ’58 and later Corvette (not 
passenger car) injection heads (Chev part 
number 3752843) have a small water pas- 
sage beneath the spark plug boss that other 
heads do not have. The definite need of 
extensive modifications to the heads can- 
not be overemphasized. While it is true 

that the stock Chev ports and valves will 
pass great quantities of air, it is also true 
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that if they are correctly modified, they 
will pass very nearly as much air as late 
modified Chrysler hemisphere heads and 
they will certainly pass more air than any 
other wedge type combustion chamber in 
the world. Even in the smaller 265-cubic 
inch versions, stock valve and port sizes are 
not adequate for the extraction of maxi- 
mum power and torque. In fact, some 
very closely-controlled dyno checks on a 
265-cubic inch hydroplane engine have 
conclusively proven that a good porting 
job will increase top end power by five 
bhp at 6000 RPM and slightly more in 
the 6500 to 7000 RPM range. The installa- 
tion of 14-inch larger intake and exhaust 
valves, accompanied by necessary changes 
in the valve pockets to accommodate the 
larger valves, increased top end power by 
an additional 20 BHP at 6000 RPM as 
well as extending the torque and powe1 
peaking speeds, Torque below 3000 RPM 
dropped off slightly, between two and 
three percent, but the gain in maximum 
power was some 614-percent, or more than 
enough to offset the loss at low speeds. 
The gains in torque and power become 
greater as cylinder displacement is in- 
creased. 

Thorough and competent modification 
of Chev cylinder heads is not cheap in 
terms of cash involved and this is one 
phase of modification that is certainly 
best left in the hands of real experts. While 
these changes may involve a certain hard- 
ship on the bank account, they cost nothing 
to the all-important factor of engine re- 
liability. Furthermore, we cannot afford to 
shrug off a 614-percent or more increase in 
potential power. 

If you must do the job yourself, for 
economic or other reasons, do not even 
attempt to change the basic shape of the 
stock Chev ports. Use stock Chev gaskets 
for templates and be very careful not to 
change the bellmouth shape at the en- 
trance of the intake ports. Ports can be 
enlarged slightly to conform with the size 
and location of the gasket templates but 
the majority of the work, and that which 
is very particular indeed, must be done in 
the valve pockets directly beneath the 
seats and where the pockets merge with 
the ports. The lumps formed by the in- 
tegral valve guides can be reduced in 
size but the height of the guides shouldn't 
be shortened more than 1/16-in. A 70- 
degree hand reamer, piloted in the guide 
bores, must be used to expand the valve 
pockets out to the new and larger seat 
diameters. This assures concentricity and 
uniformity in size, which is not obtainable 
by using a hand grinder. The pockets are 
then blended with the ports and polished. 

Placement of the valve seats for large 
valves is very critical in Chev heads because 
there isn’t a great deal of room in which 
to correct mistakes. The combustion cham- 
ber surface around the seats must be 
“topped” with a flat stone or cutter, which 
is preferred over the more usual 15-degree 
angle. Seats must be very carefully ground 
until the major diameters are exactly the 
same size for all the intake seats and for 
all the exhaust seats. The standard seat 

angle of 45-degrees should be used because 
of improved sealing and slightly better 
gas flow characteristics, as compared to 
shallower seat angles. Seat width should 
be .060-in. for both intakes and exhausts 






























































































Corrections to seat widths must be made 
with the flat “topping” cutter or the 70- 
degree piloted reame1 

The most common oversize valve head 
diameters for Chevs are 17,%-inch intakes 
and 154-inch exhausts, both of which are 
lg-inch larger than stock valves. The most 
economical oversize valves are those from 
a 1948 Cadillac flathead. The head diam- 
eters conform to those above and the 
stem diameter is nominally 11 /32-in., the 
same as a Chev. However, the stems on the 
Cad valves are too long but it is a simple 
process to shorten them, regroove them 
for the stock Chev split valve locks and 
“O” ring oil seals and to flame harden 
the valve stem tips. While the Cad valves 
are inexpensive, they cannot be expected 
to last too long under extreme operating 
conditions. This can be detected by “gut- 
tering” of the seat faces caused by a com- 
bination of high cylinder temperatures 
and high valve spring loadings. We re- 
cently came across excellent intake and 
exhaust valves. Both intake and exhaust 
valves have Stellite seat faces and are avail- 
able in | 15/16 or 2-inch diameters for 
the intakes, 154-inch diameter for the ex- 
hausts and both are machined, polished, 
ground to a 45-degree seat angle and are 
ready to install. The finished | 15/16-inch 
intake valve weighs about the same as a 
stock Corvette valve and the finished ex- 
haust weighs just a bit less. 

Some experimental work has been done 
on Chevs, using the largest possible intake 
valve, or exhaust valve, within mechanical 
limitations. A 2-inch intake valve shows 
a slight power increase on the very top 
end of the power curve while exhaust 
valves larger than I14¢-inches did 
nothing anywhere in the speed range. The 
best compromise, from the standpoints of 
power and the necessity of regrinding 
seats and valves, comes with | 15/16-inch 
diameter intakes and | 11 /16-inch diameter 
exhausts, as used in the Reventlow Scarab 
Chev engines. However, these valves are 
made specially for the Reventlow team 
and cost $10 each or $160 for a full set 

Each valve must be lapped to its respec 
tive seat. The lap marks furnish a visible 
guide to final valve machining. If the 
valve face extends above or below the 
actual ring of contact of the seat, it is in 
the way of gases and must be removed by 
machining, blending the cut into the valve 
head. The fillet radius at the juncture of 
stem and head must be machined and 
polished. Ditto for the top of the valve 
head. A small radius must be ground at 
the outer edge of the valve head to pre 
clude the possibility of hot-spotting. 

The combustion chambers must be ma 
chined to the edge of the head gasket 
around the valves. This is easily done 
with a milling cutter of the correct diam 
eter piloted in the guide bores and _ is 
necessary for obtaining sufficient “breath 
ing room” for the valves, The cuts must 
be blended into the combustion chambe 
wall with a hand grinder and the chambe) 
must then be polished. Any sharp edges 
must barely be broken; large chamfers o1 
radii are neither necessary nor desirable 
The combustion chambers must now be 
very carefully measured for volume with 
a graduated beaker, as outlined last month 

Ihe Chev engine is extremely sensitive 
to compression ratio; much more so than 


(Continued on page 84) 


Nassau-winning engine nestles in tube chassis of Scarab sports car. Injector pump is gear 
driven off cam shaft. 





Modified oil pan holds ten quarts, 4 
more than stock Chev. part. Oil stays 
cool for long races. 


Extra oil ts accommodated in bulges, 
which are connected to main supply a” 
tubes and holes, 


Modified combustion chamber (beloa ) 
has walls at sides of val 


ves relieved to 


—_— 
Taper pin (above) driven into rocker 
stud boss prevents stud from lifting if 
valves are floated. 
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PREFACE 


An attempt is made to view automobile 
fatalities in context. The thesis set forth 
is that a substantial number of fatalities is 
an inevitable consequence of an operation 
of the magnitude and character of that 
conducted on our highways; that the pres- 
ent rate is not alarming when viewed 
against the value we derive from the 
automobile; that the rate can probably be 
reduced, but that it is important to use 
only such measures as do not simultane- 
ously reduce its utility. 


— THE BROAD POINT OF 
VIEW — 

The topic of automobile accidents is 
invariably viewed as if through a micro- 
scope, which tends to emphasize a lot of 
local and sometimes gruesome details, but 
which does not give a useful general 
picture of the phenomenon. If you in- 
variably examined cheese in this way, the 
nature of the little beasties would un- 
doubtedly affect your attitude toward a 
healthful and tasty food. My technical 
knowledge of cheese is very weak, but I 
believe you cannot eliminate the beasties 
without eliminating the cheese. Worse, I 
infer that there is a desirable level of 
beasty activity. Similarly, I am sure that 
you cannot eliminate automobile accidents 
without eliminating the automobile. I am 
also almost sure that there is, in effect, a 
desirable level of automobile accidents, 
from some sufficiently broad point of view 
—desirable at least in the sense that it is 
a necessary concomitant of things of greater 
value to the society. Now every ounce of 
energy I have seen devoted to the subject 
has been aimed at reducing the present 
level. I should like to make the point that 
this may or may not be a useful aim. If 
the question is really open, then one 
should think about it pretty hard before 
attempting to change it. 

There is a philosophical issue on values 
which should be mentioned briefly, though 
I am not well qualified to deal with it. We 
accept it as a creed that human life is 
priceless, and react involuntarily against 
anything which kills. I believe that in so 
doing we confuse the values of the indi- 
vidual and of the society. For instance, my 
life is, in a sense, priceless to me; there 
are probably things for which I'd give it 
up, but it isn’t something I regard as part 
of my normal stock in trade. It is worth 
a lot to my family, but clearly it is less 
fundamental to thém than to me, It is 
worth less to my associates than to my 
family, less to my community than to my 
associates, and so on. Finally, by the time 
we consider its value to our society, it is 
clearly sheer romanticism to say it is 
priceless. The fact is that the loss of my 
life would not produce an observable effect 
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on the society, and this is literally true for 
most of us. 

The automobile kills about 100 people 
a day, which seems terrible to the indi- 
vidual to whom death is the unique ulti- 
mate tragedy. But the society is more used 
to death and even needs it. Over 4,000 of 
of our citizens die every day—and over 
10,000 are born every day. It is evident that 
the deaths are going to climb to meet the 
births despite safety campaigns, medical 
progress, and the like. Otherwise we will 
be standing on each other’s heads, an 
exercise poorly suited to the old people 
who will dominate the society. So I doubt 
that the present total number of deaths, of 
which the automobile accounts for two or 
three per cent, is undesirably large for the 
well being of the society, and it may in 
fact be undesirably small. From these 
facts we at least gain the perspective that 
the automobile is not exterminating us, 
so we can afford to approach the problem 
calmly. 

It isn’t necessary to dismiss the 100 
daily automobile deaths on demographic 
grounds as we have just done. By taking 
a little smaller view, one finds a different 
picture. To make the point, let us recall 
that a few years ago someone, under the 
stimulation of a hospital bed, conceived 
the idea of a national No Death Day 
(automobiles). To be against this would 
seem like being against Mother's Day, so 
men of good will everywhere supported it. 
They were duped into supporting a phony 
program. If the program were serious, we 
would just have to take the vehicles off the 
road for twenty-four hours. If we were to 
do that, we could have a No Death Day 
(automobiles) , and it would be a day long 
remembered. On a normal day tens of 
thousands go to hospitals, but on this day 
ten of thousands would not. Doctors nor- 
mally see hundreds of thousands of pa- 
tients at home or office, but not this day. 
Firemen normally control thousands of 
fires, but not this day. Police normally 
control thousands of criminals and male- 
factors of all kinds, but not this day. And 
so on. In fact, we should be pretty lucky if 
the deaths in the population rose by only 
a thousand on No Death Day, and, if we 
were a little unlucky, they might look 
like the birth statistics. In fact the deaths 
associated with those 10,000 births alone 
might well exceed the normal automobile 
toll, instead of numbering about four. Of 
course the society normally creates over a 
billion dollars of wealth on an average day, 
but it would not produce much on this 
day. So each of the lives we saved would 
be paid for with the lives of perhaps ten 
others and perhaps ten million dollars. 

I don’t think that a No Death Day is a 
good idea, but the contemplation of one 
can give us some clues to the importance 
of the automobile to our society. It im- 








mediately reveals that the automobile is a 
very important factor—perhaps the most 
important one—in producing the large gap 
between the numbers of births and deaths 
in the country. So the automobile has a 
large credit balance at the end of each 
day in precisely the coin we tend to worry 
about: lives. Incidentally, it is suggestive, 
isn’t it, that the conspicuous life-saving 
operations absent in the No Death Day 
drama tend to be carried out at relatively 
high speeds and under dangerous traffic 
conditions. 

Does the 100 deaths per day suggest that 
we are conducting the technical operation 
of mass transportation in a grossly care- 
less manner? The general tone of public 
statements would certainly imply that this 

is so. Almost every person who has had 
access to and used mass media of com- 
munication to discuss traffic safety has 
contributed to the impression that the 
average American motorist is grossly care 
less and thoughtless, and even bent on 
homicide. I don’t read the record that way. 
He is presently operating over 65 million 
vehicles, which he knows very little about, 
under conditions which are often dif- 
ficult. Practically all of the people in the 
country from teen-age children to old 
men and women drive automobiles. As the 
years go by, fewer and fewer know any- 
thing technical about automobiles and 
their limitations. (Ed. note: A_ trend 
against which we struggle) The principal 
technical achievement of today’s driver is 
that he has some rudimentary notions 
about how to aim the vehicle. The 
quantity of kinetic energy loose on our 
roads—taking into account the increased 
numbers, weights, and speeds—is perhaps 
ten times what it was a quarter of a 
century ago. It is a startling fact that the 
daily death rate has remained essentially 
constant at about 100 per day over this 
same long period. Whatever else this 
proves, it should scotch the canard that 
the driver is maniacal. 

It also proves that the use and utility 
of the automobile can be greatly extended 
without having the death rate bound out 
of control. But just as one shouldn’t blame 
the driver for the fact that the death rate 
is 100, you shouldn’t give him credit for 
the fact that the present 100 represents 
breakage from a much more imposing op 
eration than the one he was performing 
twenty-five years ago. I am also afraid that 
our overt efforts at contro] of this symptom 
of a large operation—psychological attacks, 
legal and police action, etc.—have also had 
little to do with it. The dominant factor 
has been that the physical equipment has 
been improved. The most important im- 
provement has been in the roads, which 
have tended to get wider, straighter, and 
smoother. There have been improvements 
in the vehicies too, probably the most 
significant being those which have simpli- 
fied the operation, thus permitting people 
with less knowledge and motor skills to 
participate successfully, but this is of sec- 
ondary importance compared to the roads. 
Of course most of the roads are still 


marginal or worse. 

The important fact about the automo 
bile is not that it kills 100 people a day 
but rather that it has been a crucial facto 
in the development of a fantastically com- 
plex and rich society. It has given us a 
new degree of personal mobility which we 
have exploited to develop the industrial 
complex, to provide ourselves with agree- 
able homes, a social life rich in choices. 
and a new degree of personal safety from 
the hazards of life. We may jeopardize our 
continued development of these things 
and even what we have so far achieved, if 
we are only conscious of the disagreeable 
side effects, and if we seek to ameliorate 
these without regard to how we influence 
the main effects. 


—THE VALUE OF SPEED— 

I don’t know whether the most im- 
portant factor in the relationship of the 
automobile to our present society is psy- 
chological or physical. Both are very im- 
portant. The physical factor of greatest 
significance is unquestionably speed—pre- 
cisely the item we have the strongest in- 
stinct to tamper with in the interest of 
reducing accidents. For consider that, 
while we move great loads of goods and 
people by road, the vehicle most character- 
istic is one that contains one person bent 
on a personal mission, If speed were not 
the critical factor, this vehicle could be 
replaced completely and literally by a 
horse. The present city of Los Angeles 
could not exist if the citizen were limited 
to the speed of the horse. Neither could 
most of the present cities and social struc- 
ture of the country. And the physical and 
social structure of the country may be 
almost frozen in its present attitude if we 
freeze the speed of the automobile. 

I run some risk that you may conclude 
that I feel speed is the most important 
thing in life! Not so. Rather, I am trying 
to emphasize that it is one of the really 
crucial factors in our society. As with any 
of the crucial factors, it is promising to 
look for more. I cannot help but believe 
that we would manage better if we were 
conscious of this, rather than believing the 
exact contrary. 

Even if one recognizes intellectually that 
speed is the essential physical element 
about traffic, there is an almost involun- 
tary impulse immediately to add, “But 
not too much speed.” Now no one could 
advocate “too much” speed—that’s bad by 
definition—but the question of when does 
speed become too much is a very thorny 
question. I encounter situations where, in 
my opinion, 10 mph is too much, and 
others where 100 mph is not too much, 
and the variations in the situations are 
too great to be controlled very intelligently 
by legal fiat in advance. The speed at 
which vehicles have in fact operated from 
time to time has been determined princi- 
pally by the drivers, who want very much 
to live, who have substantial personal in- 
vestments in theiz hands (usually their 
largest or second largest), and who know 
that any injury they do to other persons 


or property will entail very unpleasant 
consequences. Their intelligence, judg- 
ment, and skill are not always a match for 
the situations, but in general they have 
managed to exploit the equipment avail 
able without undue damage. They gener- 
ally drive faster than those who seek to 
control speed think they should, but as 
the interested parties on the spot their 
views are probably more nearly right than 
those of their critics. And while the typical 
driver couldn’t formulate a good case for 
using as much speed as the situation 
warrants, he at least isn’t burdened by the 
false doctrine that speed is the villain to 
be shunned at all costs. He is burdened by 
some feelings of guilt about the letter of 
the law, and he is subject to assault in the 
form of a fine or imprisonment if he is 
caught out of bounds even though the 
hazard be nil. This has been an unfor- 
tunate aspect of the development of the 
use of vehicles, but, like the death toll, 
tolerable. At least the utility of the auto 
mobile has managed to increase despite 
this brake. Jt may become intolerable as 
the technical aspect of detection and con- 
trol improve—the widespread use of radat 
for instance—intolerable in the sense that 
the utility of the vehicle may be lessened 
by strong enforcement of inappropriate, 
however well-intentioned, laws. Our laws 
tend to be aimed at the limitation of 
speed rather than at the promotion of 
traffic flow 


— SOME EFFECTS OF SPEED 
LIMITATION — 

I mentioned that both physical and 
psychological factors seem to play large 
roles in the use of automobiles. Consider 
the phenomenon ef new communities. As 
our mobility has increased, we have built 
more cities. It would not be astonishing to 
discover, after the fact, that we average a 
new city when we average an increase of 
one mile per hour in speed. However, the 
growth of new communities is too prolific 
to be accounted for directly from the 
savings in time represented by the in 
creases in speed. There is an interplay 
with the psychology of the driver which 
can be seen by considering an example 

Suppose it is ten miles from a prospec 
tive homesite to work. It will require 15 
minutes of travel time if the traveler can 
average 40 mph, or 20 minutes if he can 
average but 30 mph. This is the kind of 
example which anti-speed advocates love 
It is obvious that the 5 minutes saved at 
40 mph isn’t worth much, directly. If the 
man earns five dollars an hour, it is ap 
parently worth 42 cents, and he may ex 
pend rubber worth this much in one 
high-speed stop. The kinetic energy of the 
automobile increases as the square of the 
speed, so it is up by a factor of 16/9, an 
increase of almost 80%, which may 
be a fair measure of the increased 
hazard. So why bother with 49 mph? 
This analysis misses an essential point: 
The driver is not motivated by those 
five minutes as minutes. In fact he 
may not know within five minutes how 
(Continued on page 74) 47 





















































































































































































































































































































































































































































LEFT — New type of piston is seen at 
right. Rings are closet together and 
there are no vent holes visible. In 

the SCI MG the top chrome ring was 
replaced with an iron ring similar 

to second and third units. 

RIGHT — Pins are palm-push fit at 
room temperature. Large ridges 
visible can be cut for balance. 
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UBSCRIBERS and regular SCI readers 

who were with us for the Octobe: 
and December, 1958, issues will re 
member a certain black MG Twin Cam, 
New York license number 6N 3298. This 
particular MG was one of the first Twin 
Cam cars off the boat and it had, from 
the moment of its landing, anything but 
a life of tender loving care. 

For the October issue it was tested as de 
livered. The results, while good were not 
terribly impressive. Performance was on 
the order of that of a Stage 4 MGA but 
with more docility than is found in the 
stage-tuned rocker box car. In short, a 
good car but no class F winner. 

In the December issue we told how we 
attempted to improve the raceability of 
the car without going into the engine. In 
brief we stiffened up the suspension in 
front, changed the Dunlop Roadspeed tires 
for Dunlop R-3 racing rubber and re 
moved about 80 of the 150-plus legally 
removable pounds of weight. Lap times 
around the Lime Rock Park course 
dropped from 1:20 to 1:18.55. For the 
earlier October issue runs we had already 
experimented with gears, dropping the 
original 4.3 to | rear end in favor of 4.55 
to | final drive gears, one of three standard 
sets available with the car. Also installed 
at that time was the optional close-ratio 
gearbox with ratios of 2.45, 1.62, 1.27 and 
1.00 to | respectively in first, second, third 
and fourth. As we said, all these little 
things added up to about two seconds 
worth of lap time. At this point we could 
pursue this tack no further without actual 
body and chassis modifications that would 
have nullified the “production” status of 
the automobile. 

The obvious succeeding step was to 
check out the engine. There isn’t a true 
production power plant in the world that 


is perfect the exigencies of a production 


Combustion chambers were relieved of all sharp edges left in production 
machining operations. Special attention must be paid to sparkplug holes. 





line won't permit the hand fitting and 
careful tool setting that must be used if 
the final product is to fit the designers 
plans perfectly in all respects. For that 
matter, many racing enignes are built up 
and then carefully torn down and reas 
sembled before ever appearing on the race 
course. 

It was obvious by this time that this par- 
ticular MG was no exception. In the first 
place it had been well and truly pushed 
from the start and it was now showing the 
strain of many fast laps and acceleration 
runs. Power was very obviously down, oil 
consumption was up, water temperature 
stayed high, it pinged piteously at any but 
the lowest ignition setting and it “ran on” 
like a berserk diesel. It would still turn 
7000 revs without clattering but there just 
didn’t seem to be any power coming 
through the flywheel. It didn’t have the 
willingness that two cams, nearly 10 to 1 
compression and 1600 cc’s would lead one 
to believe was there. In short, it was a very 
unhappy, unhealthy engine. 

Ihe one problem here was that the cai 
was not the property of SCI. It belonged 
to Hambro Automotive Corporation, the 
importers of all BMC products in the U.S 
\ call to Hambro management elicited 
the necessary permission to delve into the 
engine with two provisions. First the car 
must remain a legal production machine 
and second, that the results must not be 
listed as official recommendations of 
either Hambro or of the MG Car Com- 
pany. The first provision was already part 
of the plan and the second was absolutely 


standard procedure in any case 

[he car was then taken to Imported 
and Domestic Service, Ridgefield, Connec- 
ticut where master mechanic Joe Virag 
makes good machinery better. Virag had 
already reworked a Sprite for SCI with 
considerable success so we were familiar 






Head assembly from the front shows the straight 

































with his brand of craftsmanship. DOHC 
equipment is also a specialty of the house 
The obvious first move was to pull the 
engine, a task more easily talked about 
than accomplished. We were to learn many 
things about MG's new road-eater and the 
engine pulling lesson was the first. The 
I'win Cam engine is not only wider than 
its rocker-arm cousin across the head, but 
there is considerably more girth at the 
bottom. The result was that the increased 
size of the cast alloy sump hits the front 
cross member when an attempt is made 
to remove the engine in the normal way 
Either one of two alternate procedures 
must be used; the gearbox can be un- 
shipped from its mounts and slid back 
carefully, or the sump can be removed. Of 
ihe two, the sump removal tends to be 
nore tedious but, in the long run, easie1 
in any case one doesn’t just unbolt the 
ngine and lift. The long, tuned exhaust 
system must also be dismounted in either 
istance 

Next, the engine was mounted on an 
ngine stand and all manifolding was re 
moved as were the two angular cam covers 
Here the dissassembly was halted and a 
degree wheel was mounted on the crank 
nose. Every cam lobe and every valve was 
then checked out 

At this point and because of what fol 
lows it is only fair to point out that this 
particular car was one of the first 40 pro 
duced in a pilot run. The engine was not 
put together at Abingdon but was run 
through the production line at BMC’s 
huge Engines Branch plant. The pilot run 
we understand was a check to see if it was 
feasible to produce the Twin Cam in 
quantity on a production line 

But back to the valve check-out. Correct 
valve clearances are specified as .018 to 
019 of an inch. The clearances on this 
particular pilot model were from .016 on 










forward layout. Cams are clamped in 3 bearings. 
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one valve to .021 on another and all points 
in between for the rest. The cam timing 
also gave a clue to why we hadn’t been 
getting the power we had expected. The 
intake cam checked out at four degrees 
late and the exhaust cam proved to be 
seven degrees early. In other words the 
intake valves were opening and closing 
later in the cycle and the exhaust valves 
were operating much too soon. The net 
result was that most of the fire was going 
out the exhaust instead of pushing the 
pistons down like it should. 

Lesson number two. If you have one of 
the early series Twin Cam units and are 
not getting the wallop you should, set the 
cams by use of a degree wheel and depend- 
ing on the camshaft numbers use the fol- 
lowing figures: 


50 





Intake opens 20 degrees BT DC 
Intake closes 50 degrees ABDC 
Exhaust opens 50 degrees BBDC 
Exhaust closes 20 degrees ATDC 


In addition to the above, the first pro- 
duction run Twin Cam engines had cams 


which degree out at 280 degrees with the 


same lift and slightly milder acceleration 
than the 250° units. Check yours with a 
dial indicator and degree wheel. If you 
have the 280° cams the timing is: 


Intake opens: 35 degrees BIDC 
65 degrees ABDC 
65 degrees BBDC 
35 degrees ATDC 


Intake closes: 
Exhaust opens: 
Exhaust closes: | 
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After, anu only after, all the valve data 
was gathered, dismantling proceeded by 
the book. The cam sprockets were un- 
bolted and slid forward into their locks 
and the cams lifted. Piece by piece in 
strict accordance with the factory manual 
the engine came apart. 

The bearings, both rods and mains, were 
in fair shape, all things considered, but 
were worn enough to be replaced and so 
set aside. The crank was absolutely un 
scored and brightly clean which attests to 
the quality of material that goes into the 
Twin Cam when the pounding this .en- 
gine took is remembered. The big, sturdy 
rods were checked and proved unflawed 
and in perfect alignment. This last item is 
important. In rebuilding any engine, espe- 
cially if competition is the goal, any and 
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MGA TWIN CAM 
DRIVE TRAIN: 


Transmission ratios: 
I 


(Competition prepared) 
Optional gearbox 





BS EF RE a ne ees | een Pee = ; 2.45 
f I ain a oh he lesa ith aia we ......- BMC B-Type a ee yess y ia decade 1.62 
: MeN aa ielk daly cucdh Weweke ae Four-in-line, water cooled sy : sii , a 
_ RRR es . MG DOHC, ‘Hemispherical Peigacanesssks ee 1.00 
chambers inal drive 4 a 4.55 
Chamber volume............. 86.6 cc 
Valve arrangement ..2 per cylinder, 90° inclination RUNNING GEAR: 
a ratio : 9.9 to J Shock absorbers Stock, lever & piston, 
vente de eee e eee eeeeeses : io Castrol R oil 
sl . ee eeeeeee Deed s Fr ts i S . “Oi 
Valve seat angle............. 45° intake and exhaust congas ore a 


4 5 ntak Rear suspension Semi-elliptic leaf springs 
a er ae 1.59 ins intake, 1.44 ins exh. ae - 


Rs een. wo ated . 250° duration (280° early Beahes — ee one, 

. petition pads 
sate — AHH580 Wheels Steel disc, knock-off 
i See . concsccs wee Tires ‘ srnate R-5) 
Teaesis... sAekbeae asitiantels sl pe er Tires Dunlop R-3 (Alternate R-5 
Connecting rods . MG, full-floating wrist pins “ 
Pistons ee ere Mowog, aluminum, solid skirt GENERAL: 
Total clearance. . : .. 0075 Length 156 ins 
Rings...... ccascccocccocccece Gm COmmprension, 1 ofl Width 58 ins 
Intake manifold.............. Log type, 2 inlet, 4 outlet Height 50 ins 
MIS sain dose awe ....8.U. Type H-6 1% in Weight 2000 lbs without top, wind- 
DC thh vbvnhs oun kked oswae OA-6 shield, bumpers, rugs and 
fF EP ee ere ee .10 (2.54 mm) heater 
a eee ee .. MG, (steel) Weight distribution F/R 51/49 


all rods should be checked for flaws and about as far as it goes. The Twin Cam is tops hadn't been pulled right off the pis 
| I I 





set in perfect alignment. One bad rod can equipped with sturdy solid skirt racing tons. Strong stuff, these Mowog racing 

wipe out the whole engine in less time type pistons which have an expansion slugs 

than it takes to tell about it, and it can factor much greater than that of the split The wear was too great to be cleaned 

do it with no warning whatsoever. skirt type in which the split or slot takes out with a simple honing. The decision 
It was when we came to the pistons that up the swelling when the piston is hot. To had to be made and it was. Virag bored 


we discovered just what had been going on 
[he standard 
pistons in the 


inside this particular MG. 


minimum clearance for 


further complicate matters the car had 
been run in with Castrol R #40. The com- 
bination of what amounted to virtually 


the cylinders out an additional .020 of ai 


inch and ordered a set of pistons for that 


oversize. Iwo cuts were made for each 


BMC B-Type engine block is .0035 of an nil clearance on the hot pistons and the cylinder. First a rough cut to plus .019 

inch. This is all very well in a passenger heavy racing oil left no room for oil on the was made and then a finish cut to bring 
) car engine that is to be broken in over cylinder walls. The result was a set of the bore out .0085 of an inch further com 
: thousands of miles and is meant to give four badly scuffed racing pistons and, pleted that particular hole. Between each 

years of service after that break-in. It is worse, a four-thousandths taper in the cut for each cylinder the tools were dressed 
' just sufficient clearance, tight but all right bore. The hard chrome top ring had acted so that separate bores were absolutely ac 
| with split skirt pistons such as those used like a cutting tool when pressed by the curate to the ability of the micrometer to 
s in the ordinary B-Type engine. But the expanding piston on the oil-less wall and measure. A fast hone in a diamond pattern 

[win Cam is not an ordinary B-Type— had chewed the upper bore out by ovei finished the job. The new pistons are of 
d the block is the same casting but that is 004 of an inch. The wonder was that the the latest type with the oil vents behind 
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LEFT — Joe Virag checks out the valves with a dial indicator prior to disassembly 
of the engine. All timing was carefully checked during dismantling and asseinbly. 
ABOVE — Ports on exhaust side are huge and virtually straight through. No en- 
largement necessary but all ports were matched to manifolds and equalized in size. 


Valve, cam assembly broken down and 
laid out with all components separated. 


BELOW — Dynamic balance tests of the sturdy crankshaft showed only one small 
balance drilling was needed (arrow). The same applied to flywheel and clutch. 
RIGHT — Shor stiff rods are similar to those in Stage 4 MGA fitted with solid 
skirt pistons. Large bosses on caps and little end may be ground for balance. 


A degree wheel is a must if accurate 
valve timing is to be achieved on MG. 
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Dunlop racing tires accounted for al- 
most a full second lap-time in tests. 
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the oil ring only and none in the piston 
wall. The rings are also spaced closer to- 
gether on these later replacements for a 
better seal. The pistons were measured 
and found to be exactly on size and the 
bores as outlined above — were then 
honed out carefully to give a skirt to wall 
clearance of .007 instead of the original 
0035 of an inch. When fitted to the bore 
without rings the new pistons dropped 
through freely but with no sign of cocking 
or wobble a perfect fit. 

Next came the balancing act 

Each rod, piston and the bearings to go 
with that particular rod were carefully 
weighed and balanced against each other 
Che weights were marked down and the 
crank, flywheel and new clutch assembly 
were sent out for dynamic balancing. Only 
one small balance hole had to be drilled 
in each item but they did need the drill- 
ing. This balancing comes easy on the 
I'win Cam — or any MGA for that matter. 
The rods have large, meaty sections at the 
lower end of the caps and on the litde 
ends so they can be slightly ground to 
gain the necessary end-for-end and overall 
balance... The pistons also have internal 
ridges at the bottom of the skirts from 
which metal can be carved if found neces- 
sary. In all cases it is vital that the bea: 
ings to be used in the final assembly be 
clamped in the rods when the weighing is 
done. It is also a good idea at thig point 
to tamp the locating tang on each bearing 
shell into its recess in the rod big-end. 
These are not full floating bearings and 
must be well and securely located. The 
rods in the Twin Cam are virtually the 
same as the Stage Four rods for the MGA 
in that the wrist pins are of the full float 
ing, push-fit type rather than the clamped 
pins found im the standard MGA and 
other B-Type engine units. These wrist 
pins should be (and were in our case) an 
easy palm-push fit in both the rod and 
the piston at about 70 degree temperature 
Fahrenheit. Location is by circlips in the 
piston at cither end of the pin. 

The crank, rods, pistons with rings and 
flywheel were then mounted in the bare 
block and cinched down to the various 
torque readings specified in the manual 
\ solid spin of the flywheel produced 
nearly six complete revolutions with no 
clicking noises. Although we had been 
afraid at first that there might be some 
piston noise with a cold engine due to the 
large clearances we had allowed there was 
none when the engine was later fired up 
Thus while the clearances we had used 
were somewhat larger than those specified 
in the manual they were still within the 
range of silent running even using. the 
Castrol R-20 with which the engine is 
being run-in. 


During the wait for the necessary block 
components and the balancing operation 
the head and valves were given close at- 
tention. The inlet manifold showed the 
usual bumps, lumps and casting ridges 
found in any production casting and was 
cleaned up without hogging immediately, 
a process made easy by the short, very wide 


passages. When bolted to the head for 
checking it was found that the outlets at 
the mating surface were offset downward 
in relation to the inlet ports in the head 
so the ports were scribed and tapered to 
a perfect match. On other engines this 
offset could be up, down, right or left 
or even non-existent in some cases. In 
these cases not too much worry need re- 
sult but if the offset is downward as in 
our case there is a problem since there is 
not too much metal in the bottom lip of 
the port. The angularity of the taper must 
be watched and controlled to avoid weak- 
ening this lower lip. The ports in the 
I'win Cam need not and should not be 
enlarged but they must be cleaned and 
matched one against the other. Some at- 
tempt at equalization is made at the fac- 
tory but the speed of production line 
prevents really accurate port equalizing 
The result is that in the non-machined 
portions no two ports are exactly alike as 
they should be if the potential inherent 
in the MG is to be realized. 

Other than the port matching and 
cleaning the major work in the head is 
the relief of hot spots in the form of sharp 
edges left by machining and doming oper 
ations. The major source of trouble and 
the one that probably caused the running 
on and preignition in our engine was the 
sparkplug area. Apparently the dome cut 
ting was done after the plug inlet was 
drilled and threaded and the resulting 
knife edges made ideal glow points. Such 
faults as these are not necessarily the pri 
vate property of MG Twin Cams but are 
found in many other marques as well and 
cause much of the running-on characte 
that is usually associated with four cylin 
der engines tending to cause the mistaken 
impression that running on and preigni- 
tion is one of the characteristics of the 
fourebarrel. All such edges and the edges 
of the combustion chamber as well were 
rounded off in our Twin Cam. Where it 
once dingled, pinged and chugged on with 
the switch off it now runs‘smoothly and 
quietly under load and shuts off instantly 
with the key. Combustion now takes 
place when the sparkplug tells it to and 
not when the fuel and air are shoved up 
against some evilly glowing piece of metal 

Ihe valves, which were found to be in 
good shape were lapped into place after 
the valve seats had been refaced and 
slightly narrowed and new guides in 
stalled, the old ones being just worn 
enough to warrant replacement. Each 
spring, both inner and outer, was checked 
against the others and all found to be 
within half a pound of each other fully 
compressed. After this the assemblies were 
installed at exactly the .0I8 of an inch 
clearance the book calls for 

Now came the tedious part. Virag is a 
nut on absolutely accurate valve timing 
With his Offenhauser the job is made 
simpler since the cams are gear-driven but 
with most sports cars chains are used in 
the interests of silence and economy. The 
MG Twin Cam falls into this latter cate 
gory and the chain is long indeed. The 


major problem is to keep enough ten 
sion on the chain so that it doesn’t slip 
off the lower sprocket while the adjust- 
ments are made at the cam sprockets. Once 
the tensioner is backed all the way off o1 
removed the chain is quite likely to skip a 
tooth and anything from three degrees on 
up can be lost. The main points to watch 
are contacts at each cam sprocket and at 
the half-speed shaft and the tension in 
between these points The workshop 
manual gives the adjustment procedure 
in great detail and it would be repetitious 
to cover it here since the use of this manual 
is an absolute must for anyone delving 
into the innards of the Twin Cam. You 
can bumble through a rocker-head and 
make it run but the Twin Cam is not a 
rockerbox. Either a thorough course of 
instruction or meticulous use of the book 
and succeeding bulletins are as necessary 
as proper tools 

Next came the outside accessories. When 
the engine was first removed it was dis 
covered that the generator bracket had 
cracked at the generator swivel point. The 
original bracket is made of bent flat stock 
and this form of breakage is not unique 
to the Twin Cam but is fairly common. A 
reinforcement plate was made doubling 
the thickness of the bracket. The genera 
tor was then mounted and shim washers 
placed between the bracket and the 
mounting flanges on the generator so that 
tightening would not displace or strain 
either the flanges or the bracket 

Ihe original carburetors, H-6, 134 inch 
S.U. instruments, were used in their stand 
ard trim with OA6 needles and 2.54 milli 
meter main jets. No richening was deemed 
necessary. The ignition distributor was 
equipped with new points, the springs of 
which have been changed metallurgically 
since the earlier models since it was found 
that the former metal tended to fatigue 
The distributor on the Twin Cam is 
rather hard to get at, being down on the 
left side of the engine so the rubbing 
blocks on the points were run in for sev 
eral hours on an ignition strobe machine 
This imparts a high, hard polish and re 
tards the tendency for these blocks to weat 
which causes the points to open with a 
progressively shorter gap as time goes on 

What does all this do 

We've indicated that we have a smooth 
Virtually trouble-free engine. It also goes 
\s might be expected torque at the bot 
tom end is low. At anything under about 
3000 rpm the push is just not there. As 
the tach needle swings past 3500 rpm 
though, you begin to realize just what this 
engine can do—it appears as though some 


one added two more cylinders. At one 


point, motoring happily along at 3600 rpm 
in third gear we saw a clear stretch of 
road ahead. Half a milk up was another 
car also motoring along at about 40 mph 
\ quarter of a mile ahead of him was a 
bend. Feeling that he’d be well around 
the bend before we got there we poked 
the throttle. We were on top of him, back 
ing off and dragging brakes, before he got 


halfway to the curve! 
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New 2000 Spider supplements smaller Giulietta in the Alfa line. Shield-shaped 


grille has been retained on the bigger model along with simple body lines. 


Ni iain mile 


ALFA ROMEO 2000 SPIDER 


E FIRST SAW the Alfa Spider at 
Turin during last year’s automo 
bile show; ever since we've been 
making a nuisance out of ourselves at the 
Alfa-Romeo factory in trying to get them 
to turn one loose. The object in question 
is the Touring-bodied Alfa-Romeo 2000 
Spider, the 2 place “sporty car” version of 
their 2000 sedan. Due to various and 
sundry development details that had to be 
ironed out in the first models, we didn’t 
get the opportunity to try the new Spide1 
until several months later, having it at our 
disposal for several hours one morning. 
As time was limited, and weather con 
ditions not at all favorable, we decided to 
drive the car as much as possible in the 
time allotted. This of course allowed us 
to take only limited performance data. 
The Spider is a 2 to 3 place roadstei 
similar in basic elements to the Giuli 
etta Spider. Yet it is completely dif 
ferent in temperament and personality, as 
we quickly found out. Driving out to 
Monza through the Milan morning rush 
hour gave us our first impressions. It’s pos- 
sible to carry three up (the Alfa factory 
man was crumpled up behind the seats) 
if need be, but like most sports cars the 
third seat is not really a seat at all but a 
state of moderate discomfort. Threading 
our way through busses, bicycles and 
motor scooters, we found the Alfa 2-liter 
to be as smooth and flexible as its sedan 
stable mate. The 1975 cc twin cam en- 
gine has been fitted with twin side-draft 
Solex carburetors and if we can believe the 
factory this has been the only major modi 
fication used to give it ten more horse- 
power than the normal 2000. The driv 
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ing position is good. Twin bucket seats sit 
low to the floor and have slightly raised 
sides to keep the occupants from sliding 
around. Between the seats and up on the 
tunnel is the large gear lever for the five- 
speed box—yes, five speeds and all synch- 
ronized. This was our first experience 
with a five-speed box and we were really 
pleased with its feel and ease of manipu- 
lation. Instruments are clustered directly 
in front of the driver, the drum-type 
speedo found on the 2000 sedan being re- 
placed on the Spider by a conventional 
and more exact circular instrument. Water 
and oil temperature gauges are fitted as 
well as fuel supply. Glove compartment 
and grab rail are opposite the passenger. 
Clutch and brake pedals are well spaced 
with the fly-off hand brake situated along- 
side the driver’s right leg. The gear box 
lever dominates the cockpit, however. The 
throw of this lever is not terribly long, the 
pattern being the conventional H_ with 
fifth gear found high and to the right, 
fourth being in its normal position at the 
bottom right hand corner of the H. Re- 
verse is selected by pushing down on the 
knob on top of the shift lever and at the 
same time shoving it to the right and 
down. The only hitch in the box that we 
could find was that in the beginning we 
had a tendency to find fifth when we 
meant to engage third. If the car were 
destined for competition (which it’s not) 
we'd insist on the factory installing a 
safety catch. Otherwise the five speed box 
is sweetly smooth and obviously quite 
rugged. 

In the ten minutes it took to drive to 
Monza from downtown Milan, we felt we 











Top up shot proves that Italians have 

knack for turning out well fitting, smoot! 
soft tops. The best feature of all Alfa car 
are their brakes. One look at a Spider 
brake drum (below) shows that the Alfa’s 
stopping qualities are the result of quite 
bit of thought on the part of the engine 
ing department. 
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just below driver's line of vision. 


had gotten to know the car reasonably 
well. Monza is indeed a fast circuit and as 
we started out on our first lap we noted 
with considerable respect the many twist- 
ing black marks on the exit of the Curva 
Grande. With a slightly damp track unde 
our wheels, we took it cautiously the first 
few times around, allowing the car to slide 
gently on its Cinturatos. The first im- 
pression from the Spider was one of bet 
ter balance than that of the sedan. Whis- 
tling down the main straight we found 


fifth gear just passing the middle of the 


pits and by the end of the straight the rev 
counter was needling close to 6000 rpm, 
the speedo creeping up to an indicated 
108 mph. Fhe Curva Grande we took 
in fourth in very safe fashion at about 85 
mph. Holding the car close in to the apex 
of the Curva Grande, our photographer 
remarked about the car’s quite restrained 
amount of lean; he heard us coming via a 
high. whistle that the Alfa 2000 Spider has 
when being thrashed along. We caught 
fifth gear very briefly before Lesmon, then 
shifted down and braked hard for the 
famous bend, an easy task since anchors on 
the 2-liter are even more potent than on 
the sedan. The bi-metal drums are bigger 
than those found on the Giulietta and 
equally as fade-proof. We repeatedly tried 
to destroy them going into Lesmo and 
into the South Curve—the only two places 
where you really use brakes at Monza, and 
just didn’t detect any fade. 

Lesmo curve is taken in two parts; we 
found our limit at about 60 mph in third 
gear, the rev counter riding the 5000 mark. 
The track was shaded here and still a bit 
damp from the morning mists and as we 


felt the tail slide out as the power came 
on, only the slightest correction on the 
wheel was necessary to put the car straight 
Well balanced car—easily held in a drift, 
these two descriptions sum up the han- 
dling 

It’s a safe-feeling car and gives a driver 
confidence at what Denis Jenkinson would 
call eight-tenths. Accelerating hard out of 
the second half of Lesmo we engaged fifth 
speed in the fast descent underneath the 
North banking; the road circuit then flies 
out into the approach to the flat-out As- 
cari curve, In a Formula I car the speeds 
approach 150, for this is the fastest part 
of the course. We whistled through in fifth, 
the revs at about five-five. You then rush 
down the back straight for a good half 
mile until warning signs every 200 meters 
signify the approach to the South Curve. 
We left our braking late, popped from 
5th into 4th thanks to a spring mechanism 
allowing the lever to zip smoothly out and 
in position for the throw into 4th. Brak- 
ing really hard now, we caught third, the 
revs sailing up to the 6000 mark on the 
overrun. South Curve is taken in one com 
plete line; you use all of the road, and as 
you come out, drift as wide as possible 
Unfolding in front of you, then, is the 
main pit straight and you aim your cai 
for the seemingly tiny slot that is the con 
tinuation of the road circuit. 

We completed about 10 laps before it 
was time to pull in and take a few photo 
graphs. Interestingly enough we had 
found a measured quarter mile on the 
surface of the Monza track — the paint 
rather faded, but nevertheless, there it was 
and after several trials we came up with 





A wet day at the Monza Autodrome (above) made it pleasantly clear that the new Alfa sticks like glue. Instruments are set high- 


a mean time of 18.1 seconds. Crossing the 
end of the quarter, the speedo was read- 
ing 130 kph; this works out to exactly 76 
mph taking into consideration the known 
speedo error. In the remaining time we 
did several 0-60 runs under the eyes of the 
This worked 
out to 12.3 seconds on the damp track. Due 


Alfa factory representative 


to the presence of ice on the high speed 
banked circuit we were unable to try for 
a maximum speed. The factory feels that 
the 2000 Spider is capable of 190 kph o1 
118 mph. In our opinion this does not 
seem too far off, provided it’s given at least 
a mile and a half run 

We were impressed with the lack of 
extraneous noise with the top in place 
Sealing from wind and rain is not bad 
and the canvas top is easily put up o1 
down. It is expected that this 2-liter will 
also be available with detachable hard top 
Criticism of the car stems from what we 
feel is a lack of fine detail finish that one 
would expect in a custom-bodied Italian 
sports car that will sell for over $5000. In 
fairness to Alfa-Romeo, our test car was 
obviously #1 of a production series and 
improvements should be expected on fu 
ture units. The luggage compartment is 
large and contains the wide mouthed fuel 
filler. 

The Alfa 2000 Spider was not designed 
to be driven in 2-liter competition, for its 
curb weight of over 2600 lbs puts it at a 
rather serious disadvantage. However, per 
formance of engine, gear box, brakes, and 
all that can be 
asked of such a machine. Alfa engineers 


running gear is excellent 


have done their best with the power unit 


available (Continued on page 92) 
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Alfa sedan (above left) was designed to 
hustle well-to-do Latin business men 
around Italy’s tortuous road net. Work- 
out (above) on Monza Autodrome 
showed that car was well up to its job. 


| \(iI DRIVER’S REPORT: 
| ALFA ROMEO 2000 SEDAN 


LFA-ROMEO have a long tradition 

for building “race-bred’” automo 

biles. In fact, sporting blood 
has run in the veins of practically every 
Alfa built. So strong is this connection 
between the Milan firm and motor racing 
in the public mind (even now, several 
years after Alfa quit factory participation 
in Formula racing) that whenever an ave1 
age “not-too-clued-up” European encoun 
ters an exciting red car, whether it be a 
child’s pedal machine, or a red coupé 
charging up the Stelvio, “it’s an Alfa” 
South of the Alps, this name ranks on a 
par with Ferrari whenever the conversa 
tion turns to exciting cars. Up north, 
however, Alfa-Romeo sales have lagged 
due to the fact that most non-Italians are 
of the opinion that everything emanating 
from Milan and Turin are race cars o1 
reasonable facsimiles thereof, and it’s only 
been in the last year or so that the Giuli 
etta series has begun seriously to infiltrate 
non-Latin territories. 

Chis is due in part to the success of the 
Alfa Giulietta and the following the cat 
has won through its numerous competi- 
tion successes. The 1300 Berlina TTI is like 
wise catching on and in the next five years 
Alfa sales are going to get a real boost 
thanks to two recent commercial agree 
ments that Milan has negotiated with Re 
nault in France and NSU in Germany 
Distribution and production rights have 
been exchanged, with Alfa-Romeo push- 
ing Dauphines in Italy while the Billan- 


court establishment markets the Alfa 
program. Germany is ripe as they have 
always admired things Italian and with the 
NSU dealer network already set up, there 
are bound to be more Alfas on the Auto- 
bahnen in the next few years. These com- 
mercial exchanges have been encouraged 
by the European Common Market and al- 
ready lower retail prices have been es- 
tablished on many cars. 

But with their production program 
ranging all the way from an 8-passenger 
bus to sports cars, Alfa have attempted 
to fill a needed gap in their line with the 
new 2000—the Alfa 2-liter four-door sedan 
which has replaced the well-worn 1900 and 
1900 TI. 

We doubt that it will become as well- 
known in rallies and in the competition 
world as its predecessor, the 1900, in spite 
of the fact that the 2000 does have many 
sporting characteristics. But it is pre- 
sented to the buying public as a repre- 
sentative upper bracket passenger auto- 
mobile on the same level as such glam- 
orous European cars as the Lancia Fla- 
minia and the Mercedes 220SE. Criteria 
for such automobiles are most un-Alfa 
like: spaciousness, a high degree of silence 
and a reasonable degree of luxury. The 
\lfa 2000 has a limited number of these 
characteristics, falling down on the silence 
end. And in spite of the engineer's at 
tempts to build an Italian Mercedes 220, 
they have not made it completely uninter- 
esting. First of all, the engine: 

\lfa would) have liked nothing better 











than to design a completely new engine 
to replace the 1975 cc (120.4 cu. ins.) four- 
cylinder handed down from the Tipo 1900, 
but financial dictates said no; this has re- 
sulted in a thorough dust-off and clean up 
of the twin-cam job and it now puts out 
100 hp in place of the former 90. In the 
Touring bodied 2000 Spider, the engine 
fitted out with twin side draft Solexes is 
rated at 110 hp. It’s a great engine, but 
out of character in the four-door sedan, 
for the simple reason that at anything ove1 
1000 rpm you know it is being twisted. At 
high speeds, engine and wind noise are 
quite excessive. Criticism stops here, for 
despite it being a four-banger, the twin 
cam Alfa 2-liter is as flexible and smooth 
as an American V-8. Power comes in hard 
at 4000 rpm, the red line on the rev 
counter beginning at 5500 and continuing 
up to six. We took it up to six for acceler- 
ation figures and the engine sounded 
solid and unburstable even at that rev 
limit. Despite rather unfavorable condi- 
tions, we consistently reached 60 mph (cor 
rected) in well under 15 seconds and com- 
pleted the quarter-mile in just a shade 
under 20. 

The Alfa 2000 is a well-styled, well- 
thought out automobile, extremely enjoy- 
able to drive fast, thanks to two things, 
the five speed all-synchro gear box, and 
the typically large Alfa, fade-free drum 
brakes. Road holding and handling are 
reminiscent of the Giulietta TI Berlina 
which we tested a while back, while styl- 
ing is definitely not. Originality comes 
hard these days but Alfa has managed 
to design an attractive automobile with 
a lot of glass area, modest fins enclosing 
the rear lights and while still using the 








available space to the maximum. Interior 


and exterior colors, dash board styling, the 


large windshield and seemingly very gen- 
erous door windows, all contribute to an 


aura of modern European elegance. The 


horizontal drum-type speedometer is sup- 
plemented by a large rev counter, a fea- 
ture that just could not be omitted, even 
on this high-class four door. Small con 
trols include a two speed wiper switch, fog 
lights, hand throttle, choke, and heater 
controls. The heater is, if anything, too 
efficient and even includes a defroster 
for the rear window. The high, comfort 
able bench-type front seat reclines al 
most flat while in the rear an arm rest is 
fitted in the middle of the back seat. An 
excellent small feature is the passenger’s 
grab rail above his head fitted into the 
roof of the car right over the door. Very 
handy when the driver begins to take on 
the mantle of Nuvolari. The Alfa 2000 
is very American and yet at the same 
time very European. 

Most of our test miles were put on ove 
the winding roads of the French Maritime 
Alps where the ride of the 2000 proved 
firm, with the sturdy suspension impart- 
ing a taut yet a smooth feeling to the oc- 
cupants. As opposite to the ride of an 
American car as night is to day. On a 
twisty road the car soon fills the drive1 
with confidence, for the excellent vision 
and the ability to use all five excellent ra- 
tios via a very satisfactory column gear 
change make mountain driving a real 
pleasure. Fifth speed is, in effect, an over- 
drive, and is used accordingly; flat out, it 
will drop engine revs almost a thousand 
when engaged. Second and third gear can 
be used almost all of the time in traffic 


with first gear starts not 100% necessary 
Steering is on the hard side, harder than 
found on the Giulietta series of automo 
biles, while handling is very reminiscent 
of the Giulietta Berlina TI. Pushed hard 
through a corner, the Alfa 2000 initially 
understeers and we found it difficult to 
break the rear end away due to the weight 
distribution and wheelbase factors. Sus 
pension lay-out, both front and rear is 
very similar to the Giulietta automobile 
with components being slightly bigger 

Little need be said about the brakes. We 
were astonished when we removed a wheel 
and looked at the huge, finned, bi-metal 
drums. Total braking surface on the Alfa 
2000 is 264 sq. ins. A production Chevrolet 
has 157 sq. ins. and the Mercedes 220S has 
165 sq. ins. Even the Ferrari 3 liter GT has 
less braking surface than the Alfa, 233 
sq. ins. These are interesting figures and 
should be studied in relation to the overall 
weights of the car to be stopped and horse- 
power ratings as well. Needless to say we 
experienced no fade in the course of our 
test. No servo assist is fitted nor is one 
needed. The 2000 corners with relatively 
little roll while the Pirelli Cinturatos were 
found to be extremely noise-free—with ex 
cellent grip on both wet and dry surfaces 

Che engine compartment is noteworthy 
for its simple, uncluttered lay-out. Battery 
and spare tire reside in the luggage com 
partment along with a beautifully fitted 
tool kit. All in all, the Alfa 2000 has many 
things to recommend it; it really is a 
shame that its price is so high—even in 
Italy—and for this reason will have a lim- 
ited acceptance in overseas markets, de 
spite the fact that it is a very good auto- 
mobile. 


(Continued on page 


Inside looking out of the Alfa 2000 sedan (left) gives the driver almost full vieu 
g g 
of the road due to narrow pillars. Instruments are nestled under deep hood to 


cut down reflections. Use of ribbon speec 
Sedan version of new 120 cu. in engine (below) 1 
carburetor. Power, to the tune of 105 bhp, comes in 


ometer ts a doubtful styling touch 
ises one Solex down draft 


it 5300 rpm. 
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ROAD TEST: 


LANCIA 


I’S WELL known that one of the most 

symbolic artefacts of our culture is the 

automobile and that a person’s car is 
generally accepted as an index of his afflu 
ence, success and social status. Since croch 
ety, car-hating Thorstein Veblen coined 
the concept of conspicuous consumption 
decades ago we Americans have demanded 
or accepted ever more brazenly conspicu- 
ous vehicles and, because we have been 
conditioned to equate value with mass, 
cars have grown steadily bigger for rea- 
sons that are symbolic rather than utili- 
tarian. So, in the conventional frame of 
reference of our culture anyone who pays 
$2900 for a 1090cc Lancia Appia is likely 
to be regarded with sympathy, if not with 
ridicule or alarm. But the Appia is a 
fine car. 

By “fine car” we mean one that not only 
is well designed and well executed (the 
Model T Ford was both) but in which 
quality (the substance of quality, not the 
illusion) is not sacrificed in the interest of 
economy of manufacture. This quality ap- 
plies to design, materials and finish and is 
manifested in a literally finished product. 
The Appia is such a product. 

The last of the American fine cars were 
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some of the so-called classics of the 1930’s. 
They were all very large and, except for an 
occasional rarity such as the Wills St. 
Claire of the 1920s, there is no American 
tradition of a fine, smaller car. The 
European background is different. Rolls- 
Royce, Hispano-Suiza and Mercedes-Benz, 
for example, all used to make small-dis- 
placement versions of their big cars. They 
were made to the same standards of quality 
as the big cars, and were bought by a dis- 
criminating elite. This same clientele evi- 
dently still flourishes in Italy and the M. E. 
Hoffman organization, U.S. importer of 
Lancia, is convinced that it exists here and 
will welcome the Appia in discreet num- 
bers. Although it is economical to operate 
the Appia is not economical to buy; and 
for that reason is not a competitor in the 
economy field. 

In our road test of the costly and luxuri- 
ous Lancia Aurelia (SCI, August ’57) we 
found it to be a car capable of delighting 
the most jaded connoisseur. The little 
Appia is made to the same standards of 
quality as the elegant, larger machine. The 
finish of the mechanical components is 
excellent, the machine work beautiful. 
Where costlier materials will provide bet- 


SPORTS CARS ILLUSTRATED/JUNE 


ter long-range service they are used 
Whether the Appia is experienced on the 
level of the layman or of the engineer it 
should inspire the pride and satisfaction 
that result from the use of an object that is 
clearly built to the highest standards. 

For ease of entry the four-door Appia 
has no center pillars. The front doors are 
hinged at the front, the rear ones at the 
rear and both lock into substantial latches 
at top and bottom of the body. They close 
with a solid, crisp thud, require a strong 
slam. The standard interior is beautifully 
upholstered in fine mohair fabric and 
leather upholstery is available in a variety 
of colors at extra cost. 

Behind the wheel the seating position is 
chair-high and vision is good in all direc 
tions. The controls are all handy, the in 
struments are well located and easy to 
read. They include gauges for water tem- 
perature, oil pressure and fuel supply 
with a red light to warn when you're on 
reserve fuel. The detailing of the interior 
is excellent and on a par with other high 
cost luxury cars. The window moldings 
and all other interior hardware are made 
of satin-finish aluminum; the window 
crank on the driver’s side has a swivelling 


(Continued on page 96) 
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Price at POE .......... 2892 
U.S. Importer . Hoffman 
443 Park Avenue 
Hoffman New York 22, N.Y. 
9130 Wilshire Blvd. 
Beverly Hills, Calif. PERFORMANCE 
TOP SPEED: 
Two-way average . 80 mph 
ACCELERATION: 
From zero to seconds 
30 mph 5.2 
40 mph ...... 8.4 
Bp Me Sees ces anced 14.2 
oo einen 22.0 
70 mph ..... ; 38.2 
Standing “% mile ....... — 
Speed at end of quarter . 61 mph 
SPEED RANGES IN GEARS: 
© ayaa TTrir crit. — 0-24 
II eww Labanna 64 .. 7-41 
Pe ones Veda tbeuaeses . 11-64 
IV Tee ore Tr . 16-top 
SPEEDOMETER CORRECTION: 
Indicated Speed Timed Speed 
30 ‘ 29 
40 39 
50 49 
60 58 
70 68 
80 78 
FUEL CONSUMPTION: 
28-31 mpg 


POWER UNIT: 
Type 
Valve Operation 


Bore & Stroke PRED 
Stroke/Bore Ratio ? 


. Water-cooled V-4 (10 degree 


Vee) 


. Pushrod overhead valves 


2.67 x 2.95 in (68 x 75 mm) 


. 1,10/1 


Displacement 66.5 cu in (1090 cc) 
Compression Ratio osu Cee 
Carburetion by ; .. One 


Max. Power 
Max. Torque 
Idle Speed 


DRIVE TRAIN: 


Transmission ratios 


4.10 
II 2.38 
Ill 1.53 
IV iene éaee aed 1.00 
Final drive ratio 4.22 


Axle torque taken by 
leaf springs 
CHASSIS: 
Frame 
Wheelbase , 
Tread, front and rear 
Front Suspension 


Rear Suspension 


Shock absorbers 
Steering type . 
Steering wheel turns L to L 
Turning diameter, 
curb to curb 
Brake lining area 
Tire size 


Rim size 

Length 

Width 

Height .. 

Weight, curb , 

Weight, as tested . 

Weight distribution, F/R 
O.. CR whesecke 

Fuel capacity ‘ 

Specific Power Output 

Power to Weight Ratio, 
oe ee , 

Piston speed @ 60 mph 


Free 
Speed @ 1000 rpm in top gear 16.9 mph 


tena 


a€ 


s7 840000 & &* 
al 


€ 


Lancia Appia (far right) is almost aus- 
tere in use of chrome trim. Omission 
of door pillars (right) make entry and 
exit a snap. Apt:a front end (above) 
might be called a ‘vork of art—not one 
element can be taken away, nor can 
anything be added. Smallest Lancia en- 
gine is, of all things, a V-4. Workman- 
ship lavished on tiny—66 cu. in. power 
plant—can only be called Old World 
in its quality, Cutaway of the Appia 
front suspension details the use of the 
classic Lancia sliding pillar to achieve 
front wheel independence. This system 
has long been a feature of Lancia cars, 
and is partly responsible for their out- 
standing roadholding qualities. 


overall ratios 
(17.30) 
(10.06) 
( 6.44) 


( 4.22) 


Integral body-frame construction 


99 in. 
46% in. 


Independent sliding pillar, coil 
springs (Lancia patent) — 
Rigid rear axle, semi-elliptic 


leaf springs 


Adjustable telescopic 


Worm and Sector 


9% 


34% ft. 
144 sq. in. 


155 x 15 (approx. equiv. to 


5.60 x 15) 
4%J x 15 
158 in. 
59 in. 
55 in. 
2100 Ibs. 
2270 Ibs. 


48/52 
10 U.S. Gallons 
0.65 bhp/cu. in. 


34.1 Ibs./hp. 
1745 ft./min. 


..127 sq. in./ton 


Solex C32PBIC single throat 
43.5 bhp @ 4800 rpm 
56 Ibs-ft @ 3000 rpm 
1100 rpm 

















































































the big iron on turn three. Car was sidelined when hub sheared after 
fourteen laps. 





Moment of truth arrwes for Maserati-mounted 
Bill Krause, as Miles snaps at his heels. 





Winner Ken Miles pours it on through turn 
three. Nose job resulted from dogging in 
turns. 


Roy Salvadori and an official push his disabled Lotus out of the way of 








French Champion, Maurice Trintig- 
nant, looks disgusted at the perform- 
ance he is turning in. Off his form, 
Maurice retired his Cooper Climax on 
the 31st lap. 


The only people in their 
seats at the finish were the drivers! 
by Jim Mourning & Bob Rolofson 


F A SCREENWRITER tackled the story of the March 

7-8 Examiner Grand Prix at Pomona, California, the 

script would be snapped up by some enterprising pro 
ducer before the sound of the typewriter had died away. 
The event had all the ingredients necessary for one of 
ihose quickie racing movies that horrify road racing bufts 
and earns a million dollars for its maker. 

The plot went something like this. 

\ lean under-dog named Ken Miles entered the “big 
race” hoping to grab a slice of the $15,000 prize money. 
His car, an RS Porsche Spyder, was well tuned, but 
wouldn't have been able to pull its own weight if battle 
stars had been awarded for the sports car wars in which 
it had participated. Arrayed against him were three power 
ful groups of antagonists. 

The USAC-Indy drivers, still smarting from their licking 
at the Riverside Grand Prix, were out for both money and 
blood. Though better mounted than at Riverside, their 
machines were still a bit battle-scarred. But then so were 
most of the others. The newer, hotter stuff was apparently 
being held for Sebring. 

rhis contingent, led by Jerry Unser, who turned in the 
second fastest qualifying time in a Kurtis-Cad, included: 
Fony Bettenhausen, USAC big car champion for ‘58, Fer 
rari Monza; Jim Rathmann, 4.9 Ferrari; and George 
Amick in Chuck Porter’s Corvette Special. 

The European drivers, of course, weren't interested in 
dicing for chromed flower pots and had their eyes riveted 
on the cash. With the exception of the D-Jag driven by 
Ron Flockhart, twice winner of Le Mans, however, the 
machinery was strictly small bore. Roy Salvadori was up 
in Skip Conklin’s Lotus Mk XI after running out of 
\ston Martins on Saturday and Wolfgang Von Trips of 
Germany was driving a Cooper Climax as was Maurice 
rrintignant, French champion. 

Jean Behra, figured to be a top threat in a Ferrari, 
failed to show when he reportedly was unable to find a 
car that satisfied him. 

Top favorite among the American sports car clan was 
Dan Gurney, making his final appearance before joining 
the Ferrari factory team, in Frank Arciero’s 4.9 Ferrari 
His was the fastest qualifying time of the week-end. Othe 
contenders were Chuck Daigh, Riverside winner, in a 
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Chuck Daigh in No. 6, and Jerry Unser in No, 172 were pace setters at the start. The 
remain in contention long. Unser’s Kurtis-Cad dropped out with electrical trouble, while Dai 


Buick into eighth spot. 





Kurtis-Cad; Bill Krause in a 4.5 Maserati; and Carroll 
Shelby a another Maserati. 

The stage was set before 40,000 spectators on a 2-mile, 
1l-turn course that wasn’t ideally suited for the amount 
and size of the hot machinery on hand. The Porsche's 
greater agility on this type of circuit raised hopes among 
Miles’ supporters that he might be able to pull a “giant 
killer’ act and take home the loot for an over-all win as 
well as for topping the under 2-liter class. As a matter of 
fact, several of his fellow competitors indicated that this 
possibility was not beyond the realm of reason. 

Actually, Miles’ chances weren't as slim as they seemed. 
He knew his car, he knew the circuit well and during the 
qualifying runs only two men—Gurney and Unser—beat the 
course record he had set during a previous meet. On Sat- 
urday, Miles qualified tenth, beating out many faster cars 
and better known drivers. 

The race itself developed as if it had been carefully 
plotted by some Hollywood writer. At the half-way mark, 
for instance, not a European driver was left on the track. 
Sick machinery had conveniently retired Von Trips after 
two laps, Flockhart after three, Salvadori after fourteen 
and Trintignant on the 3lst lap. Of the American oval- 
pilots, only Jerry Unser was ever in contention and, as at 
Riverside, none of them managed to keep their cars in 
one piece until the checkered flag fell. This left the U. § 
sports car lads—or what there was left of them—to fight 
it out among themselves. 

Unfortunately, the early activity had been marred by a 
serious accident that somewhat dimmed the luster for 
boosters of American drivers. At the beginning of the tenth 
lap, Bruce Kessler, driving a Corvette-powered Sadlet 
Mk II, hit a patch of oil near the start-finish line. The car 
slammed out of control, plowed through the officials’ area 
and hurtled into the cars parked along the course. Four 
persons, including race chairman Joe Weissman, were 
struck, the most seriously injured being a woman worke1 
who suffered fractured legs. Kessler received only minor 
injuries. 

After a 45-minute delay, the event was resumed. The cars 
were sent off in a single file rolling start according to their 
running position at the time of the crash. Back in action 


again, Gurney led the way, followed Unser and Krause. 

















big cars, however, did not 
igh nursed a sick Kurtis 


Pomona Grand Prix 


The front sega remained relatively unchanged until 
the 30th lap when mechanical gremlins moved in, Gurney 
went into the pits, his Ferrari suffering from a broken cam 
shaft, and Unser moved into the lead. On the following lap 
Unser’s Kurtis-Cad found itself on the sidelines with elec 
trical trouble. This apparently left the way wide open for 
Krause and his Maserati 

While mechanical failure thinned the field drastically 
Miles brought his Porsche up into contention despite the 
loss of his clutch about the time Gurney went out. By the 
65th lap he was snapping at the Maserati’s tail pipe in the 
corners, but losing ground again on the straights. Though 
his determination and ability were applauded, his cause 
looked rather hopeless. 


Then came one of those dime-novel finishes that no one 
quite ‘believes. On the 74th lap, with only one lap to go, 
the Maserati blew a tire and Miles breezed home, winning 
$4500 in prize money for himself and his sponsors, Bob 
Estes and Otto Zipper. He averaged 85.5 mph. 

Second was the Porsche RSK driven by Sam Weiss, who 
picked up $900 for his finish in the under 2-liter class 
[Third place Skip Hudson, driving a Ferrari Monza, took 
first money of $1500 in the over 2-liter class and Krause’s 
Maserati, one lap and 31 seconds behind Miles, limped in 
for a $1000 slice of the prize pie. 

Following Krause were Lloyd Ruby in a 3-liter Maserati 
Gordie Glyer driving a Ferrari Testa Rosa and Joe Playan 
in a Porsche Spyder. Chuck Daigh brought a sick sounding 
Kurtis-Buick in for eighth 

Out of 36 starters, only 14 got credit for finishing the 
race. At least one of these, the Cooper driven by Bob Drake 
was pushed across the finish line. 

The event was sanctioned by the FIA and USAC and was 
sponsored by the Los Angeles Examiner, the California 
Sports Car Club and ]. C. Agajanian Enterprises 

In the preliminary events, J. E. Lumkin drove an MGA 
to victory in the race for class F, G and H production cars 
ind Charles Parsons finished his Porsche Carrera GT out 
in front in the class E production race 

Skip Conklin won the Class G and H modified race in 
a Lotus Mk XI while Vince Mayell came in first in the race 


for larger production cars in a Corvette 















































































































OT LONG ago a young friend of 
mine asked me if I could name a 
typical road racing circuit where he 

might learn something about competition 
driving. (He already owns an MG and is a 
pretty fair touring driver.) I thought for 
a while and finally realized that there 
is no such thing as a “typical” road racing 
circuit. Furthermore, it occured to me that 
this is a very good thing for experienced 
race drivers and beginners alike. I say 
this because if any one course could be 
truly typical this would mean that all of 
the courses were pretty much the same— 
that road widths and surfaces, grading, 
curve lengths and angles, etc., were all 
standardized. Obviously this is impossible, 
but even if it were possible it would be an 
exceedingly bad thing for the sport be- 
cause it would soon eliminate all of the 
challenge and most of the fun from sports 
car racing. In other words, it is the very 
differences that exist from one course to 
another, from one bend to another, that 
make road racing challenging. And it is 
these same differences and the necessity 
to cope with them, that face both begin- 
ners and experts. To develop into highly 


By Dave Ash & George Janes ~ 


or the fastest way through two corners in Abingdon’s latest competition car. 


One of the most interesting, and challen- 
ging, road racing circuits in the East, and 
therefore one of the best to learn on, is 
Lime Rock Park, in Connecticut. The 
section of the Lime Rock Course that we 
used in connection with this article com- 
prises just two turns (although I will dis- 
cuss two others that are inter-connected) 
that are atypical enough to give you a 
good idea of the type of problems that are 
encountered on a road race circuit. 

In depicting the “line” through the 
turns in question I broke the whole proc- 
ess down into 10 basic steps. Artist J. 
George Janes has covered these steps in 
his drawings from three angles; if you 
follow the corresponding numbers as I 
go over each step in detail you will be 
able to see (a) the proper positioning of 
the steering wheel, (b) the path taken by 
the car, as seen from overhead, and (c) 
the attitude of the vehicle itself on the 
road at each point. There is a map of the 
entire course on pages 62 and 63 that will 
give you the over-all picture. 

As I drive down the pit straight, max- 
imum speed in the twin-overhead-cam 
MG (about 112 mph) is achieved just as 
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I approach the marker that is placed 100 
yards from the first turn. At this point 
I am in high gear, driving about five feet 
from the left-hand edge of the road. With 
the excellent disc brakes of the twin-cam 
MG I am able to delay my braking until 
just past the 100-yard marker, and then, 
as I apply the brakes hard, I shift down 
to third gear. (I stay in third all the way 
around the rest of the circuit, until I come 
back onto the main straight again). The 
first turn, which is not included in our 
step-by-step diagrams, is part of what is 
known as the Hook. Actually a separate 
turn in itself, this first part of the Hook 
is more or less a constant-radius bend and 
is taken in “classic” style. That is, when 
I have gotten the speed of the car down 
to about 6000 rpm in third gear (4.55-1 
axle ratio) (about 70 mph) I begin to 
steer across from the left-hand side of 
the road, heading for the apex of the 
turn on the inside. This is a critical point 
because from here the car has to be posi- 
tioned properly for the short approach to 
the second part of the Hook. I like to 
enter the first turn just fast enough so that 
I will tend to be carried by centrifugal 











force, sliding slightly, to the left side of 
the road. If I drove into this turn too fast 
I would slide too violently and might go 
off the road altogether on the left-hand 
side. Or, if I managed to stay on the road, 
the corrective action needed to accomplish 
this would slow the car. In this case the 
engine revs would fall off so much that I 
would not have enough power available to 
take the next turn properly; a downshift 
to second gear might be necessary, and this 
is certainly to be avoided. On the other 
hand I would find if I took the first turn 
too slowly, that I was too far to the right 
to go into the second part of the Hook 
correctly. I would have to drive across to 
the left and then my engine revs would 
still be too low. 

Assuming, however, that I have driven 
through the first turn perfectly, and at 
optimum speed, I now find myself, at po 
sition #1 in om step-by-step series. The 
car is just shy of being half-way between 
the first and second turns of the Hook, 





' about three feet from the left-hand side 
' of the track. Here, for a brief instant, the 
wheels are pointed straight ahead. Then I 
steer ‘ightly to the right and drive (not 








slide) ahead for about two-car lengths 
For these few feet I am driving on what 
might be called a “trailing throttle” — not 
quite applying enough power to make the 
rear wheels begin t 


» break loose. Then 
at point #2, without changing the stee1 
ing wheel position, I begin to apply more 
power so that the traction is broken 
slightly on the rear wheels, causing them 
to slide out. Thus the car is actually over- 
steering a bit, whereas the MG normally 
will understeer [his oversteer accom- 
plishes two things. It keeps the car from 
sliding too far out to the left, nose first, 
and it keeps the car pointed more and 
more into the turn which, from its apex 
begins to decrease in radius. This decreas- 
ing radius, in which the turn gets tighter 
and tighter as we go around it, is what 
makes it tricky. In position #3 I am be- 
tween two and three feet from the right- 
hand edge of the road. The front wheels 
are hardly sliding at all; the rear wheels 
are sliding out just enough to keep the ca 
heading into the turn. Since the steering 
wheel is held steady, to maintain the cor 
rect line I must. as the radius tightens 
apply just enough power to keep the cat 




























more or less parallel with the sides of the 
road. If I am applying too much powe 
the rear wheels will swing out too fat 
pointing the nose of the car too far to the 
right. The car will be forced to sideslip 
too much and this will waste time, not to 
mention rubber and engine revs. If I have 
not applied enough power I will tend to 
slide too far to the left, again creating too 
much sideslip, but in another direction 
From this you can see that one of the s¢ 
crets of driving the MG properly and 
smoothly is delicate throttle work, with a 
minimum of exaggerated steering-wheel 
twisting. It is, however, better as a rule to 
come into a corner a little too slowly ra 
ther than a little too fast; it is easier and 
usually less wasteful to apply more gas 
than to have to correct for a mistake re- 
sulting from too much speed. The big 
trick in motor racing is to come out of 
corners quickly so as to take best advantage 
of the straightaways. If you go into a cor- 
ner wav over vour head vou will invariably 
come out of it slowly, if you are fortunate 
enough not to fall off the road altogether 
Even if your average speed through that 
particular bend is no lower than the driver 


(Continued on page 79) 
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a aay Ps = a oe Coast wee .. $2298 ’ 
(above) — be close to that of pro- saa = as ogee 
“com cars. Frenched head lights 
thane rear make Vedette look longer than it ——— 
is. Gallic interpretation of American instru- ‘CP SOUS 
tion (below) is not quite a carbon copy. eh i 
om re <—w ACCELERATION: 
aa SoS From ~y to — 
40 mph 8.0 
ae 
70 mph .. 26.5 
Standing “% mile 21.2 


Speed at end of, quarter 65 mph 
SPEED RANGES IN GEARS: 

I 0-31 

ES aie hone - 7-55 

it few ‘ 7 10-top 


SPEEDOMETER CORRECTION: 


Indicated Speed Timed Speed 

3e a 30 
40... aa ° 41 
C—O : 48 

60 Pie ; 59% 
7 69 

FUEL CONSUMPTION: 

20 mpgs 

SPECIFICATIONS 


POWER UNIT: 
ee from pre-war Ford 


Vaive , A 
Bore & Stroke 
Stroke/Bore Ratio 
Displacement R 






Water cooled V-8 
In-line side valve 
2.60 x 3.37 in 





.1.30/1 (66.1 x 85.7 mm) 
143.5 cw. in (2351 ec) 





EDETTE 





Compression Ratio 
Carburetion by 
Max. Power 

Max. Torque 


DRIVE TRAIN: 


Transmission ratios test car 
I 3.11 


a. + B97 
it 1.00 
Final drive ratio 
Axle torque taken by 


CHASSIS: 


Wheelbase 
Tread, front and rear 
Front Suspension 


Rear Suspension 
Shock absorbers 


Steering type 

Steering wheel turns L to L 

Turning diameter, curb to 
curb 

Brakes 


Brake lining area 
Tire size 


GENERAL: 


Weight, curb. 
Weight, as tested 
Fuel capacity 


RATING FACTORS: 
Specific Power Output ..... 


Power to Weight Ratio, 


as tested nid een Jes 
Piston speed @ 60 mph 


Braking Area 


Speed @ 1000 rpm in top gear. 20.2 mph 


5/1 

Zenith 32 NDIX 

84 bhp @ 4800 rpm 
112 Ibs-ft @ 2750 rpm 








overall ratio 
2.14 


( 6.91) 
( 3.90) 
3.90 


. leaf cprings 


160 in. 

54, 53 in 

McPherson strut with lower cc 
trol arm and anti-roll bar 

Rigid rear axle with semi-ellip 
leaf springs 

tabular, concentric with coil 
springs at front 

Gemmer worm and roller 

3% 


37 ft. 

11 in. drums, two leading shor 
front 

193% sq. in. 

6.50215 


. 187 in. 
. 69 in 


59 in. 

2680 Ibs 

2990 Ibs 

15.8 U.S. gallons 


0.59 bhp /ca. in. 


35.5 Ibs ‘hp 
1675 ft/min 
139 sq in/ton 
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F THERE is one memorable thing 

about Simca’s latest and largest offer- 

ing, the Vedette Beaulieu, it is the 
curiosity the car arouses. Parking lot at- 
tendants would start to put it down as a 
Studebaker, then take a quick double-take 
and ask in some puzzlement what the 
dickens was a “byoo-loo.” 

Others, with a keen ear and a long 
memory, on listening to the very distinc- 
tive and decidedly un-European beat from 
under the hood immediately guessed 
“Ford”. 

Still others, attuned to the trends of the 
times noticed the Chrysler Corporation 
sticker and, looking no further, demanded 
to know if this were Chrysler’s new com- 
pact car. 

The answers are in order: It’s a Simca 
even if the name doesn’t appear on the 
car. Well, yes, it is sort of a Ford — o1 
rather, was. No, it’s NOT the new small 
Chrysler car or even a substitute for it. 
And as far as that goes it’s not a small 
car at all. Parked alongside the average 
small import, the Vedette takes on pretty 
hefty proportions. In fact, it looks like 
what it is: the French equivalent of the 
American “compact car”. 

Ihe Vedette has been around in vari- 
ous guises for a good number of years 
and during that time has taken on the 
aspect of a national habit in its own land. 
Of all cars sold in France carrying engines 
of over two liters, the Simca Vedette ac- 
counts for a majority of landslide propor- 
tions. 

It all began some five years ago when 
Ford of France introduced an entirely new 
car called the Versailles — that is, it was 
entirely new except for the power plant. 
And this brings us to the second question 
noted above and its answer. The power 
plant of the Detroit-designed, French-built 
Versailles was an old and much-beloved 
world-wide favorite, the V-8 Sixty. It had 
been given a mild hot-rodding job con- 
sisting of raising the stroke to 3.36 inches, 
a very slight raise in compression ratio 
and a slightly warmer cam timing. The 
result was an amazing 40% increase in 
power for a nine-percent increase in dis- 
placement, bringing the power up to 84 hp. 

Immediately after its introduction, the 
Ford company’s French holdings were 
taken over by Simca who further devel- 
oped the Versailles during the succeeding 
years with the success mentioned above. 
Io be brief, in France the Simca Vedette 
is very desireable property. 

The interior details do nothing to de- 
tract from the impression that this is 
indeed a small American car. The four- 
door configuration allows the use of two 
wide bench-type seats that are upholstered 
in two-tone vinyl and have that plus, no- 
lateral-support look so common on do- 
mestic products. The six-passenger desig- 
nation is just a little bit misleading in 
that rear passenger leg room is at a bare 


minimunt when the front seat is adjusted 
to accommodate a long-legged driver. (But 
isn't that true on almost all sedans now- 
adays?) Individual front seats have the 
advantage in cases like this. 

Che wraparound windshield and exten- 
sive side glass area give a light airy feeling 
to the interior. The huge rear window 
and narrow pillars, combined with the 
rear fender fins, effectively locates the 
rear end when maneuvering in reverse. 

Instrumentation is quite complete and 
situated directly in front of the driver. 
Che column-mounted shift lever is placed 
rather far forward and requires a long 
swing into second gear — familiar indeed 
to old-time Ford drivers. On the opposite 
side of the column is the typical French 
control mechanism that is pushed, pulled, 
and twisted to provide a variety of light- 
ing effects. The turn signal control is 
cleverly placed on the column in a man- 
ner calculated to make it difficult to use — 
on the top of the column, beyond the 
horn ring. 

One advantage of having fins and reat 
overhang is that the luggage compartment 
becomes quite a bit larger. The spare tire 
sits vertically to one side of the trunk, 
behind the rear wheel well, and allows un- 
cluttered space for suitcases et al. A sim- 
ilar spare wheel well is located on the 
opposite side of the trunk which allows 
the owner to carry two spares if he wants. 

The looks of the car may lead the un- 
wary into the belief that this is merely a 
Detroit sedan with a French accent and 
an import tax. Given a few minutes behind 
the wheel, however, all these details fade 
into the background as one becomes aware 
that this is, for all its outward appearance 
a decidedly French automobile. 

Starting is, as might be expected by 
those experienced with the old Sixty, im- 
mediate. Once started the engine sets up 
a busy, smooth idle that can be immedi- 
ately kicked into a throaty growl that is 
the distinct property of the well-tuned 
Ford flat-head and nothing else. It’s more 
felt than heard, evoking some very pleas- 
ant memories of other engines long since 
gone. 

The.clutch is light, smooth and very 
positive. Because of the good bite and the 
increased cam timing, a certain amount of 
right-and-left foot co-ordination is re- 
quired for a smooth start. Once under way 
the car takes off in a rush, each time with 
that satisfying feeling of eight small pis- 
tons busily pumping. Again due to the 
hotter valve timing there isn’t too much 
torque at the bottom end of each gear 
range but as the revs climb to about 3000 
rpm the power comes on strongly and 
continues — to about 30 mph in low, 50 
in second and on up to around 90 in high 
gear. Cruising is comfortable at any point 
between 40 and 80 mph. 

However, there is one serious lack in 
the Vedette. Simca make a very nice four- 


speed gearbox for all the other models 
including the Arione, which is a four 
cylinder version of the Vedette. Unfortu- 
nately the Vedette doesn’t have this box 
lrue, compared to the four cylinder ver 
sions the V-8 is a torque producer but 
the high revving characteristics and com 
paratively high torque peak of 2800 rpm 
would seem to indicate the need of fou 
speeds. The spacing between the ratios 
of the three-speed unit are such that the 
engine must be set screaming in the lowe 
gear. Downshifts must also be carefully 
made. Perhaps such doings are not im 
portant on long cruises along a straight 
Route National without speed limits and 
stop signs but in over-regulated American 
urban areas with stops, starts, and ten 
different speed limits per mile, a close 
ratio four-speed transmission would be a 
blessing 

The Vedette’s handling characteristics 
came in for considerable discussion among 
our staff. Not criticizing, just trying to 
come up with a satisfactory description. 
We started out at logger heads, with one 
claiming that it oversteered, another stat- 
ing that it plowed just like its Detroit 
cousins and still another firm in his belief 
that it was very nearly a neutral steerer. 
When all the shouting died down, we 
had agreed that the Vedette’s play-free 
steering linkage gave such quick response 
to even small movements of the wheel that 
one unaccustomed to this might imagine 
that the resultant twitchiness was over- 
steer. Familiarity with the car soon elim- 
inates this problem 

Some careful tests around a large traffic 
rotary showed conclusively that increased 
speeds at the same radius of turn re 
quired the front wheels be turned further 
into the turn, a sure-enough indication of 
understeer. The neutral steer proponent 
was mollified on the theory that the Ve- 
dette’s understeering qualities are well 
camouflaged by the combined lightness 
and quickness of the steering system. We 
had long since agreed that no matter how 
you describe its handling, this was a very 
pleasant sedan to drive. At night, the ex- 
cellent headlights reached out as if to 
help gobble up the miles for you. Our 
only real complaint while driving was the 
extreme sensitivity to side winds. 

One member tried to sum the Vedette 
up by saying that it was in essence a min- 
iaturized Detroit car, that it enjoyed all 
their vices and virtues but the smallness 
of the helpings made the vices bearable 
without spoiling the virtues, This rank 
heresy was met by an outcry of boos and 
catcalls because anyone who knows that 
imported cars are good knows that Detroit 
cars must be bad. That being the case, we 
are forced to say nothing about the com- 
fortable ride which, combined with the 
rather nimble handling, made driving a 
pleasure on secondary roads where larger 
cars are at a loss due to their very size and 
ponderosity —jpe 
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secutive runs down the long course at Bonneville. 
That was all Stirling Moss and their EX 181 needed to post 
a new mile record, for cars of 91 cu.in., of 245.11 mph, some 
40 miles over the previous mark held by MG EX 135. 245 
isn’t astronomical nowadays at Bonneville, being within 
reach of most Chrysler streamliners with around 500 horses, 
but this MG did it with just about half the power, and if 
called on could keep it up all day long. 

How did they do it? By designing in some of the cleverest 
aerodynamics to be seen today. And one of the most in- 
genious features dealt with the cooling system, which, since 
the car may be called upon to go for long-distance figures, 
couldn’t just be a recirculating pipe or an ice tank as was 
used in the otherwise similar Napier-Railton World Speed 
Record holder. They needed a radiator, and a radiator 
means DRAG. To slash it to a minimum designer Syd Enever 
stashed a wedge-shaped radiator in each flank and stingily 
doled air out to them from separate ducts from the nose. 
Warmed air was led away to points on the body surface 
where it would contribute to smooth laminar flow. In short 
he used no more air than he absolutely needed and had it 
under complete control from entry to exit. The result was 
a total cooling drag of fourteen pounds at speed. 

You're all quite familiar with the much-discussed problem 
of streamlining, or more specifically of the easy flow of air 
over the outside of a car’s body. It has literally everything 
to do with top speed, and exerts a major influence on drag 
and general road performance. Of equal importance but 
seldom given the same consideration is the flow of air inside 
the body. The modern competition machine operates all its 
components as near their “breaking points’ as possible, to 
get the most from the least car weight. As a result tempera- 
tures will run higher by far than in passenger car practice, 
units like the tires, brakes, differential, shocks, gearbox and 
clutch — not to mention the driver — requiring certain 
quantities of cooling air to postpone failure. Most important 





Ducted Cooling Means Lower Temperatures and Higher Speeds. 


More power means more air. W 163 Merc (left) 
had about three-fifths bigger engine than 
W 165 (right). Relative engine sizes are 
reflected in the areas of the two grill openings. 


by Karl Ludvigsen 
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f in turning the complex fan) . 
Mie systems, it is logical that cooling 
igger percentage of the total figure as 
the streamlining of a car is improved. In other words in- 
ternal streamlining becomes more and more important as 
the outside shape is cleaned up. Let’s take for example two 
Mercedes competition cars: the W163 open-wheeled Grand 
Prix car of 1939, and the W196S or 300SLR sports/racing 
car of 1955 — by definition with fully-enclosed body. It’s 
characteristic of open-wheeled cars, like lakesters, that the 
unstreamlined wheels and axles account for the bulk of the 
drag. Indeed in the case of the W163 the body drag was 
figured to be only about ten per cent of the total! Even 
more startling is the estimate that cooling drag is about 
eight percent of the total figure, leading to the final con- 
clusion that the oil and water radiators account for eighty 
percent of the drag of the very sleek body. Noting the pro- 
portion of grille area to body frontal area, this doesn’t seem 
out of line. Also the ’39 Merks were said to go considerably 
faster per horsepower than the 38 W154, which differed 
mainly in having a more restricted, poorly designed radiator 
layout. In the case of such a Grand Prix car or comparable 
Indy car, then, just about the only body change that will 
have any effect on drag must be cooling air flow refinement. 
While cooling made up eight percent of the W163’s drag, 
it amounted to 15 to 18 percent of the total in the case of 
the 300SLR. Being fully enclosed the sports Mercedes had 
many other drag worries, which I'll mention later, but at 
about 1/5 of the total, the cooling air flow was a prime 
offender, having twice as much influence on high-speed per- 
formance as the comparable system in the W163. Now if 
you're even partly convinced that cooling air deserves very 
special handling, come along while we get a rough idea of 
how to go about it. 
For our purposes we should first take a look at our par- 
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ticular bodg with ip c@ol. ae system at all’ Wind tunnel 
testing amd practical experiment Show #hat, at speed, each 
section of body surfac® “sia Ger acteristigair pressure above, 
at or below atti: pieric pressure. Rerent tests on a fully- 
enclosed Conn eo shell gave typical results, showing the 
highest pressure right aetne nose. Additional high-pressure 
areas are at the base of the windshield, just under the 
driver’s seat, and surprisingly at the tip of the finned tail. 
Low-pressure or suction areas abound over most of the 
underbody of the car and across the top of the hood, and are 
invariably found along the body sides and in the wheel wells. 
Suction is most extreme in and above the cockpit, a fact that 
has been successfully exploited by the Vanwall Grand Prix 
car designers, 

Knowing where the areas of high pressure and suction 
are located, we should do our best to feed air to the radiator 
from a high-pressure point and exhaust hot air into a high- 
suction area. This'll promote the best possible flow in- 
ternally and will have additional salutary effects on external 
drag. It’s important to locate high and low pressure points 
which are dependable. All too easily, for example, can a 
suction point suddenly become high pressure under the 
influence of a side wind or a 100 mph corner. In general the 
suction areas at the sides and bottom of the body are more 
reliable than those atop the hood, unless special external 
shapes are adopted to maintain the latter. High pressure 
can always be found at the nose and at the base of the 
windshield. 


Another almost self-evident point involves the relative 
areas of the radiator and air inlet opening, and the type of 
ducting between them. From the first of course we won't 
tolerate a radiator that’s not as small as the horsepower and 
climate will allow. The higher-velocity air flow that derives 
from proper ducting may also permit a thinner core than 
would ordinarily be needed. Remember that temperatures 
needn’t be much lower than 180°F, and that water and 


(Continued on page 82) 




































Original single-seater Lotus had small air intake in relation 
to the size of the angled radiator. Hot air ts deflected downwards. 


Long Lister-Bristol nose helps smooth internal air flow. Length 
allows gradual bends in entry and exit air path. 
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NY SIMILARITY or parallel between the Brooklands 
500-Miles Race and its American counterpart can be 
stated without even shifting the typewriter into plural 

gear. Both races went 500 miles. There the equivalence 
ended. The former, staged each fall from 1929 to ’37, was as 
formule libre as a St. Patrick’s Day fist fight. At Brooklands, 
the winner’s prize money wouldn't have covered race period 
hotel bills for an average Indy runner and his retinue. In 
its nine years’ lifespan, probably not more than three cars 
were built specially for the English 500. To its organisers, 
the British Racing Drivers’ Club, ballyhoo was as distasteful 
as blackmail and the whole affair came off amid fanfares of 
reticence, 

Hence the fallacy which flourished in America that the 
Memorial Day classic was the fastest race of its distance in 
the world. It wasn’t—the British 500 was. But BRDC utter- 
ances on this subject looked like inadvertent leaks from their 
official secrets file, rather than loud, high frequency, ocean 
spanning boasts. 

To Americans familiar with the toothcomb qualifying 
standards in force at Indianapolis, perhaps the strangest 
feature of the English race was the promotors’ unconcern 
for the ritual of timed and observed rehearsals. This fais ce 
que voudrais spirit set its stamp on the series from the begin 
ning, and in 1929 was the means of rescuing W. O. Bentley 
from a quandary. Here’s what happened:— 

Bentley’s lone works entry for the inaugural 500 was a 
special Spe ed Six, which with a lap speed potential of around 
127 mph looked like being the fastest thing in the act; also 
the most dangerous, at least for anyone unfamiliar with the 
requisite technique of letting the car handle the driver, 
rather than vice versa. With a car like that on a track like 
Brooklands you wouldn't ask a dog to drive 500 miles single 
handed, and Bentley accordingly nominated two drivers 
They both practised but only one of them, Clive Dunfee, 
agreed to race. The other, who shall be nameless, flatly and 
unconditionally washed his hands of the matter, opining 
that in a field that was going to cover a displacement range 
from 750 cc to 171% litres, anyone who fell for W. O.’s propo- 
sition must be wrong in the rocker box. 

At his wits’ end, Mr. Bentley was still canvassing for a 
copilot on the morning of the race. Then, eureka!, he found 
a taker—S. C. H. Davis. Otherwise unoccupied, except inso- 
far as his employer, the editor of Autocar, had sent him to 
Brooklands to report the 500, Sammy Davis agreed that sub- 
ject to the stewards’ consent he would indeed pair in with 
Dunfee. W. O., evidently having seen Davis coming, had, it 
developed, gotten the stewards’ nod in advance, so that 
was Okay. 

Until he took over from Dunfee, who did the first spell, 
Sammy’s inexperience of six-cylinder Bentleys was total: 
he’d never even sat in a Speed Six before 

“It was an odd ride”, as he afterwards expressed it with 
masterly understatement in his book entitled Motor Racing. 
“I did not know what our signals were, I did not know 
when to come in, and I had to identify the impertant instru 
ments as and when I could; the rev counter was obvious but 
for a long time I thought the thermometer was the oil 
gauge, while the discovery that the handle was missing from 
the air pressure pump created quite a brain storm until I 
realised that the machine must have an electric pump for the 
fuel feed, so it was not necessary for me to pump pressure 
at all”. 

He hadn’t even known where to find the gear lever until 
he was in the race and actually rolling. On quitting the can 
after his opening stint, Dunfee had left it in gear, and the 
engine was restarted with the clutch out. Pulling away from 
the pit and running the revs up to shifting speed, Sammy 
made a pass at the place where the lever lived on all the 
Bentleys of his acquaintance—inside the cockpit—and fast 
ened a firm grip on thin air, “I had,” as he recalled it in 
Motor Racing, “a sense of panic which lasted until I located 
the blamed thing outside the body.” 


Drivers, mechanics, and assorted hangers-on await the start 
of the 1936 Five-Hundred. This is one starting group as per handicap 


Typical cars in the heavier class were one-off chassis with 


single plac e bodies. Be ntle y engines and fat tires were used 


Both ends of the handiu cale. Displacements ranged from 


750 cc to 24,000 cc. Above is the sn lest,a DOHC Austu 


3 , 7 , a 
Seven, while the monster below ts John Cobb’s aircraft-er 
Napier Railton which iged 197 05 mbh in 1937 








So taking it all around the Davis/Dunfee partnership 
wasn’t contracted in an auspicious climate. It nevertheless 
resulted in a race average of 109.4 mph by the Bentley with 
a reputation as a rogue, which was 8.27 mph above the 
contemporary Indy record, Davis, the fugitive from a type 
writer, the stand-in who had learnt his controls by braille 
as he raced, also set the fastest lap of the day, 126.09. The 
British 500 being a handicap, the fastest finisher wasn't 
necessarily the winner, as Clive and Sammy demonstrated 
by placing second to a 414 unblown Bentley that averaged 
107.32, shared by Barclay and Clement 


Six years later, in 1935, a driver's ignorance of which 











John Cobb and the Napier Railton taking a 
which was so steep in spots that it could not be climbed on foot. 


knobs to pull, and when, lost him the 
race. A hybrid Bugatti, consisting of a 3.3 
litre GP chassis with a single-carb un- 
supercharged engine fitted, was delivered 
from Molsheim on Five-Hundred Eve. 
With their usual complaisance, the stew- 
ards okay’d the entry, waiving the little 
formality of practise by Earl Howe and 
Brian Lewis, the codrivers concerned. At 
an advanced stage of the race, when slide- 
rule estimators of the handicap arithmeti« 
were foretelling victory for the Bugatti 
over John Cobb’s big Napier Railton, the 
Bug’s carburetor started flooding. Lewis, 
who was driving at the time, pushed, 
pulled and tweaked everything in sight on 
the dash in the hope of finding something 
that would relieve excess tank pressure 
He either didn’t find the right trigger o1 
he pushed (or maybe pulled) when he 
should have tweaked, The flooding pei 
sisted and fouled the plugs. So the 3.3 
finished third instead of winning. 


Although there were two fatal crashes 
during the 500 series, and many other 
wrecks in which drivers escaped with their 
lives through seemingly miraculous luck, 
the races were, with momentary respites, 
about as exciting to watch as an old folks’ 
whistdrive. This was partly the outcome of 
the handicap system, which in turn was 
necessitated by the prevailing dearth of 
cars of anything resembling matched per- 
formance. It wouldn’t have done the 
BRDC any good to run the race under, 
for instance, the contemporary Grand Prix 
formula because iron of the prescribed 
type was only available in very limited 
numbers in England; and the few natives 
who did own such machinery usually 
valued its health too highly to submit it 
to the ordeal of 500 flatout miles. Anyway, 
of course, GP cars never were designed fo1 
Brooklands and suchlike homes of vitesse 
pure; not that specificational unsuitability 
deterred anybody from essaying the 500 
if he really felt the itch, oh no. 

In fact, to show you the sort of fascina 
tion it exerted on its devotees, there was 
a case of an aspirant who took it so much 
to heart when the scrutineers refused to 
pass his car that he shortly committed 
suicide. 

With capacity differentials of as much 
as 23 litres between the limit and scratch 
cars, the opening stages of the 500 con- 
demned spectators to the almost hypnotic 
boredom of watching a school of seven- 
fifties circulating by themselves — a thinly 
spread armada of coracles bobbing on an 
70 
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10 drove the largest and the smallest. Cobb, 
left, won twice in the Napier, while Sammy Davis 


and the Earl of March took the 1930 event in an Austin. 


ocean of concrete. On two occasions, in 
1931 and °33, the first-away class, 750 cc 
unsupercharged, attracted exactly one run- 
ner; as you can imagine, his departure 
and subsequent solitary progression had 
all the dramatic impact of somebody un- 
ravelling a bedsock. Cars were released at 
intervals in international class groups and 
subgroups dividing the blown from the 
unblown, the whole cavalcade taking as 
much as two hours to get underway. 

By definition, you presumably can’t have 
an anticlimax without a climax, but the 
BRDC 500, by virtue of a_ pre-war 
English recipe for petering races out in- 
stead of just finishing them, saved up the 
nadir of boredom until the end. Under this 
system, cars still combatant when the third 
placeman completed the course had their 
agony prolonged for a further half-hour. 
The average rate of mechanical mortality 
being what it was — out of eighteen start- 
ers in 1936, for instance, four ranked as 
official finishers — the public wasn’t ex- 
actly surfeited with excitement as the 500 
died its thirty-minute death. 

The BRDC’s interpretation of formula 
libre was absolute. There was, as already 
noted, no restriction on engine displace- 
ment or design. Cars could be of sports 
or racing type — the former often pre- 
dominated, accounting for 75 percent of 
the field in 1931. Bodies ranged from 
single-placers to full four-seaters. If you 
had room for a traveling mechanic you 
pleased yourself whether you carried one 
— some did, some didn’t. There was noth- 
ing in the rules against single-handed 
drives (two 500s were won a seul) but 
twosomes were in the majority. Weight was 
unconfined, fuel could be anything that 
would burn. From 1935 onwards, women 
were eligible as drivers, by invitation. 

About the only proviso, in fact, was 
that cars had to be capable of lapping at 
at least eighty, a speed which, on the wide 
opens paces of Brookland, looked little 
more than glacial. This was upped to a 
hundred in the declining years of the 
series. 

In more than one sense, the 500 was a 
race of unique contrasts. As well as the 
enormous gulf in size and displacement 
between the smallest and biggest cars, 
there were riotous disparities of status, 
financial resources and _ organisational 
standards among the fraternity of the long 
haul. On the one hand you were liable to 
get full works teams of professionally 
handled and meticulously prepared cars, 


SPORTS CARS ILLUSTRATED/JUNE 


controlled and serviced with military pre- 
cision; at the other extreme you had the 
Scuderia Shoestring element-entrant-driv- 
ers who perhaps had trouble rustling up 
the five pounds entry fee (yes, you paid 
the club for the privilege of racing, not 
vice versa). Then, somewhere in the 
middle of this mixed-up marathon’s hier- 
archy, came the well heeled and equipped 
independents like Eyston, Cobb, Birkin 
Barclay, most of whom although by no 
means amateurs in the sense that they'd 
forego monetary gain from racing weren't 
full-time pro’s either. This caste preferred 
success to failure and strove for it with 
varying degrees of diligence and exper- 
tise, but to them, as to Charles James Fox, 
“the greatest pleasure of life, after win- 
ning, was losing”. 

Five-Hundred lore is rich in stories of 
racing on a bootstrap budget, starting back 
in 1929 with the privations of John Pole 
and his mighty Merc. This 1714 litre wild 
fowl, powered by a 6-cylinder airplane en- 
gine dating from just after WW1, was the 
shared hobby of two young RAF officers, 
Pole and John Noel. It had a theoretical 
top speed of nearly 150 mph and_ the 
flyers conservatively set themselves a 115 
mph lap speed schedule for the race. On 
divulging their intentions to Dunlop, how 
ever, they were warned that even this feet 
dragging pace would involve the consump 
tion of probably sixteen tires, Sobered 
they did some fresh arithmetic, found 
their joint wealth would just cover a 
couple of spare casings, and, in the light 
of this limitation, lowered their sights to 
an even hundred. 

This they duly maintained, albeit cha- 
grined at spoiling the trip for a ha’porth 
of tire. As an aid to trackholding, inci 
dentally, the big Merc was ballasted with 
over 300 pounds of gravel (that, anyway 
could be had for free) , as William Boddy 
records in his three-volume Story of 
Brooklands. 

There was even something a bit pathetic 
about the economies perforcedly practised 
by underpriviledged 500 contestants. In 
1932, for example, MG driver R. T. Hor- 
ton cut his pit staff to the irreducable min 
imum by having one man combine the 
functions of mechanic, timekeeper, spot 
ter, chart compiler, tea brewer and general 
domo. Yet this was an occasion when pai 
simony and success went hand in hand 
though only because an unexpected turn 
of events enabled Horton’s supporting cast 
to be heavily reinforced in midrace. Bert 

(Continued on page 93) 
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YOU ARE 
THERE! 


with GRAND PRIX 
Sound Story Records 


These sounds, the description, the commentary and the 
living picture of famed European Grand Prix races are 
available nowhere else. Here is a record collection every 
enthusiast will want and will cherish. Hear Stirling Moss, 
Mike Hawthorn, Peter Collins, Archie Scott-Brown, Roy 
Salvadori, Reg Parnell, lvor Bueb, Lofty England, a BRDC 
drivers’ meeting, and the deans of all motoring journal- 
ists John Bolster and Lawrence Pomeroy. Thrill to the 
sounds of Mercedes, Ferrari, Vanwall, Connaught, BRM, 
Maserati in the Grandes Epreuves of the Continent, cap- 
tured forever in high fidelity...and price which will bring 
the entire collection within the reach of all. 


UX 


for the first time in the United States and for 
the first time on 45 rpm HI-FI EP albums 


1 EP505 LE MANS 1957. Commentary by 
Nevil Lloyd. The sound story of one of the 
greatest British victories at the Sarthe 
circuit when only Ferrari in 5th spot pre- 
vented a clean sweep. The cars are heard 
on the straights and at famous corners, in- 
terviews with Lofty England, Hawthorn, 
Flockhart. Map, finishing order, fastest lap, 
average speeds. $3.95 


4 £§P503 BRITISH EMPIRE TROPHY RACE. 
Commentary by John Bolster. The premiere 
race of the BRDC, a unique and thrilling 
affair it is. In addition to a sprightly de- 
scription of the events of the day and the 
wonderful up-and-down changes necessitated 
at Oulton Park, this EP contains a fine sec- 
tion on the pre-race driver's meeting plus 
interviews with Reg Parnell, Roy Salvadori 
and the late Archie Scott-Brown. $3.95 


EP 508 
MERCEDES 
AT OULTON 
PARK 1958 


Hear the incredible sounds of Mercedes 1937 W.125 (5.6 litre 


646 H.P. supercharged 8 cyl.) & the 1938/9 W.163 (V-12 blowa 
3-litre 485 H.P.) which swept everything before them except 


their companion Auto-Unions 


In tribute to Dick Seaman, the 
factory brought the cars to Oulton Park for an exhibition. Com- 
mentary by Nevil Lloyd, interviews by Lawrence Pomeroy with 


2 €P506 GRAND PRIX OF EUROPE 1958. 
Commentary by John Bolster. The ripping, 
tearing sound of Grand Prix cars at speed 
on the long straight at Spa is an unfor- 
gettable one. Follow the progress of the 
event with John Bolster, Autosport’s top 
writer, and through the miracle of HI-FI 
recording equipment the actual sounds of 
the race. $3.95 


5 €P507 BRITISH GRAND PRIX SILVER- 


STONE 1958. Commentary by John Bolster 
Peter Collins (Ferrari) won, Mike Hawthorn 
set fastest lap but Roy Salvadori on the 
Cooper had the hearts of the crowd in this 
thrilling show. The high-pitched scream of 
BRM and Vanwall, locked in combat, may 
never be heard again but they are alive in 
superb realism via this medium. Every en- 
thusiast will treasure this record of a British 
classic. $3.95 


Brooks and Collins who drove. This album is a must. It will chill 
you with its realism, thrill you with its significance. $3.95 





Ss 1. EP505 Le Mans 1957 C) 


2. EP506 Grand Prix of ‘a 


Europe 1958 


3. EP504 Grand Prix of ‘a 


Monaco 1957 


7. EP508 MERCEDES AT 
OULTON PARK 1958 


a ita 
GRAND PRIX RECORDS pe 
724 North Lake St. 
Burbank 2, California City State 


 §P504 GRAND PRIX OF MONACO 1957. 
Commentary by Stirling Moss & Nevil Lloyd 
Moss describes practice day, identifies the 
different and distinctive cars at each of the 
key points on this twisty seaside course. In 
addition he takes you around the course with 
Fangio, describing technique. This is also 
notable tor the final appearance of the Con 
naught and the Ferrari-Lancia, preserved for 
history. $3.95 


G &P502 RAC BRITISH GRAND PRIX 1955 
(AINTREE) & 1956 (SILVERSTONE). Commen 
tary by Nevil Lloyd. Here is a double header 
and a treat indeed for the history-minded 
Many consider these years a “Golden Era” 
akin to the Pre-war period when the great- 
est number of individual marques partici- 
pated. These races are historically impor 
tant and well documented in this unusual 
medium. Nevil Lloyd’s authoritative report 
ing is delightful. $3.95 


Each Sound Story EP is attractively 
packaged in a protective album ccolae® 
cover, with pliofilm dust cover 
Playable on any 45 rpm or 
multiple speed turntable. HI-FI 
quality. In addition, each jacket has 
the story of the event, a detailed 
map of the circuit, times, 
finishing places and fastest lap 
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4. EP503 British Empire 
Trophy Race 

5. EP507 British Grand 
Prix Silverstone 1958 

6. EP502 RAC British 
Grand Prix 1955 WE PAY POSTAGE. FOR AIR MAIL DELIVERY ADD 


(Aintree) & 1956 35c TO ANY ITEM. 
(Silverstone) 


ORDERING INSTRUCTIONS: Send $3.95 for each EP de- 
sired, 10% discount on three or more ordered at same 
time. California residents add 4% sales tax 














Multi-tube frame has one member that 
crosses the cockpit at the bottom of 


Shift lever 






the dashboard. connects to 


rear gearbox. 





















Not at all radical in appearance, 
the Aston’s smooth lines are broken 
only by the huge cold air box. 





This photo clearly shows the angle 


of the engine and thecold air box 
on the three dual-choke Webe) . 
carburetors. 








Multi-tubc frame has one member 
that crosses the coc kpit atthe bottom 
of the dashboard. Shift lever con 


nects to rear gearbox. 


LON MARTIN I! 


VEN 
changed the 


THOUGH the C.S.1. has 
G.P. formula to be 

effective with the 1961 season, Aston 
Martin has decided to enter their new 214 
liter single-seater for the two remaining 
seasons. By the time this is read the new 
car will have put in an appearance at the 
B.R.D.C. International Trophy Race at 
Silverstone and will have given some indi- 
cation of its potential. If it is true that a 
new machine requires a season or two to 
reach fruition, the Aston seems doomed 
before it starts. 

[his is not to say that the car is as yet 
untried, Prototype testing was carried out 
during the winter at Goodwood and Silve1 
stone where creditable lap times were set 
by Roy Salvadori, Stirling Moss and Tony 
Brooks. David Brown now feels that the 
time has come to try the car in competi 
tion. 

Che car is powered by an aluminum six- 
cylinder in-line engine displacing 214 
liters. It has two 


overhead camshafts 


mite fie we 






























actuating valves that are inclined at a 95 
degree included angle. Two KLG plugs pei 
cylinder fire the mixture drawn through 
three dual-choke Weber carburetors. Mag- 
neto ignition is by Lucas. As on almost all 
British racing cars, a Marsten radiator and 
Hepolite pistons are used. 

\ Borg & Beck clutch transfers the power 
from the engine to the David Brown five 
speed gearbox mounted in unit with the 
Z-F limited slip differential. Hardy Spice: 
joints are used in the drive train. 

The chassis is a space frame made up of 
small diameter chrome-moly tubing. Front 
conventional independent 
using wishbones, coil springs, and tele- 
scopic shock absorbers. The De Dion reat 


suspension is 


end is sprung by longitudinal torsion bars 
and controlled by Armstrong telescopic 
shocks. Girling disc brakes are located out- 
board at all four wheels. 

The car will be run on BP oil and fuel 
carried in Gallay tanks. To complete the 
accessory lineup, Smiths instruments and 
Avon tires are fitted. 


Wishbones, Armstrong shock, coil 
spring and Girling disk brake com 
prise front end. Stabilizer bar 

mounted to lower wishbone. 
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Comments on Traffic 
(Continued from page 47) 

long it takes. But it strongly affects im- 
portant decisions. It may be that he has 
a feeling of well-being when moving 
rapidly and one of intense irritation while 
sitting and staring at a red light. He may 
as a consequence decide not to live there 
after all. If he is typical; the five minutes 
delay, which means nothing as such to the 
individual driver and which is not very 
significant even when thousands of drivers 
are aggregated, may have a major effect 
on the society. Thus there is an apparently 
irrational factor which tends to increase 
the importance of speed. Or one may look 
on speed as a catalyst which triggers other 
forces. It has undoubtedly been strongly 
instrumental in developing our urban 
civilization. Unfortunately it is so sensitive 
a catalyst that the lawmaker who frames 
an unnecessarily inhibiting regulation, the 
local authority who installs two unneces- 
sary, ill-timed traffic signals, or even the 
man who paints a white line on the high- 
way in the wrong place, can inadvertently 
impose on the society a shocking loss. Of 
course he is never shocked because he 
doesn’t know it happened. 

I have belabored the subject in this 
fashion because I suspect that my view- 
point is not the conventional one among 
persons concerned with traffic safety. Yet 
it seems to me that a simple, direct ap- 
proach to traffic safety is likely to lead to 
a misformulation of the problem, which 
in turn leads to solutions which do more 
harm than good. 


— THE IMPORTANCE OF 
TRAFFIC FLOW — 

If one recognizes that the central prob 
lem is to promote the smooth and rapid 
flow of lots of traffic, he is likely to devise 
measures which will in fact operate in 
this direction. And if it flows smoothly and 
rapidly it won’t look like a battle field 
—it will probably have reasonable safety, 
which may even turn out to mean 100 
deaths per day. At least we know that that 
is an attainable number when the utility 
of the automobile is large and even grow- 
ing. The number of accidental deaths at 
the ends of the line, at home and at work, 
is also about 100 per day, so it isn’t a 
unique hazard in our lives. 

Some measures to promote the flow of 
traffic are obvious and others are only 
apparent after detailed and technical an- 
alysis: I can not resist mentioning a few 
which have occurred to me, though they 
are mostly obvious ones, and of uneven 
importance. 

The one-way road is just very important. 
The question, “Is it needed here?” can 
probably always be answered “Yes” if 
there is any possibility of financing it. For 
the problems of operating our massive 
highway system well on roads where op- 
posing streams must use the same lanes 
are just hopeless. The speed is often de- 
termined by the slowest vehicle, and an 
attempt to pass a slower vehicle is an es 
pecially hazardous operation which we 
are ill-equipped to perform. It requires 
estimates of the separation and of the 
closing speed between two vehicles (the 
one you want to pass and the one ap- 
proaching, neither of which you control, 
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and of the acceleration available in your 
vehicle. There is no reason to suppose that 
even a professional driver can consistently 
solve so difficult a problem accurately. It 
is a wonder that the death toll from head- 
on collisions alone is not much greater than 
100 a day. It is not greater because the 
drivers want to live, so they tend to match 
their speeds to those of the slower vehicles. 
Thus the cost to society of two-way roads 
is vastly greater than one would infer 
from the death toll on them, even though 
that itself is relatively high. 

The person concerned with hazards pei 
se should note the special dangers of op- 
posing streams even when there is no need 
to share a lane. Moderate ground speeds 
(e.g., 40 mph) produce ferocious closing 
speeds (e.g., 80 mph) and any human 
error or mechanical failure can lead to 
death in both streams. For comparison, if 
they are going in the same direction even 
at 80 mph, the closing speed is zero and 
the hazard due to the same errors and 
failures is completely confined to one 
stream and largely to one vehicle. Most of 
our modern highway design does not ade- 
quately reflect this point since it does not 
provide impenetrable barriers between op- 
posing streams. I believe it is offered in 
defense of this design that roads with bar- 
riers have more accidents (as opposed to 
fatalities) than those without. This must 
be a reflection of the amount of space 
available for maneuver. If so, it is a 
cogent argument for making roads as wide 
as possible, but it isn’t necessarily a com- 
pelling reason for sharing two busy roads. 

There are important unsolved manage- 
ment problems regarding our roads. We 
have very rudimentary organization and 
means for coping with trouble. Anything 
from a vapor lock to a major accident can 
lead to a snarl tying up thousands of 
vehicles for hours. We need powerful 
means for unsnarling these knots quickly, 
even at the expense of deferring (and 
possibly compromising) the questions as 
to what happened and why. Lots of simple 
tow equipment and helicopter ambulances 
seem like natural tools. In fact the ubi- 
quitous policeman could do more with a 
nylon tow rope than with his gun or note- 
book; I suppose he also has the authority 
to commandeer cars in the public interest. 

The traffic light comes to mind; a use 
ful device to promote the flow of cross 
traffic when the density on two roads is at 
a certain level. It isn’t the best device for 
all levels of density and for all purposes 
It is used indiscriminately for purposes 
deliberately inimicable to traffic flow. 
It should be harder to get a traffic-light 
license than a liquor license—the level 
of know.edge of a medical license sounds 
appropriate. And since they never seem 
to disappear, we need a man with the 
authority and responsibility to collect and 
junk unnecessary ones as if they were slot 
machines. 

The situation at most light-controlled 
intersections—including the legitimate 
ones—is made unnecessarily bad by the 
fact that left turns are permitted. This 
operation has the potential of snarling 
two lanes of traffic and sometimes snarls all 
lanes. Why it is ever permitted except 
where traffic is negligible, I don’t know 
Requiring that the left-turner circle to the 
right, when that is possible, seems like : 
reasonable sacrifice for him to make fo: 
the common good. 


(Continued on page 7° 
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ABARTH 
FREE 


EXHAUST 
SYSTEMS 


Make All the Difference In the World! 








Take a tip from the professionals! 
Racing records reveal that in 1957 and 1958 
— at Sebring, the Mille Miglia, in Reims, 
Roven, San Remo and Monza — every win- 
ning car was equipped with an ABARTH Free- 
Exhaust System! With an ABARTH on your 
car, you'll turn hills into gentle slopes... pass 
cars in a flash... and increase gas mileage 
too! Every ABARTH model utilizes a revolu- 
tionary design that scavenges exhaust gases 
so efficiently that back-pressure is virtually 
eliminated! The result is new, surge-ahead 
power, plus...maximum fuel economy. 


ABARTH works bes? ... for the professional, for you. 


* All prices F.O.8. Long Island City 





Order From Your Dealer, or 


WZ USE THIS CONVENIENT COUPON TODAY! , 


a) 
oe 
ABARTH products have <=> 
little in common with con- 
ventional mufflers. Each 
ABARTH is oa precision 
exhaust system, custom- 


designed and tuned spe- 
cifically for your exact 
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FISHER PRODUCTS - 21-25 44th DRIVE - LONG ISLAND CITY 1, N. Y. 


Name Car ; Year 





Address Citti.. 


ee 





Please rush free FISHER-ABARTH catalogue describing these, and many other 
systems and accessories. | am particularly interested in the — 


[} Alfa Giulietta Sprint Exhaust System $69.50 [] Mercedes 190-SL Exhaust System 44.50 
[} Alfa Giulietta Spider Exhaust System .... 79.50 (| MGA 29.50 
[] Austin Healy Sprite 19.95 ] Peugeot 403 Exhaust System 49.50 
{] Borgward Exhaust System, All Models.. 39.50 [|] Porsche, all models 44.50 
[_} Fiat 600 Exhaust System, All Models.... 19.95 [] Renault 4-CV Exhaust System 19.95 
(] Fiat 600, with sports manifold 44.50 (_} Renault Dauphine Exhaust System 27.50 
[]) Fiat 1100 Exhaust System 49.50 [] Simca Aronde, All Models 49.50 
[ } Fiat 1200 Sedan 69.50 Volkswagen, 1955 and earlier 32.50 


0 Jaguar XK-140M, XK-150, XK-150S 79.50 ] Volkswagen, 1956 and later 34.50 
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FIAT ABARTH 750 


ROOSEVELT AUTOMOBILE COMPANY INC. 
2825 V Street N.E. 


WASHINGTON 18 D. C. — Lawrence 9-0600 


IMPORTER-DISTRIBUTORS FOR THE STATES OF: 
IMPORT MOTORS COMPANY INC. WASHINGTON 


501 East Pike Street NORTHERN IDAHO 
SEATTLE 22, Wash 


EUROPEAN MOTORS LTD. 
1740, Van Ness Avenue 
SAN FRANCISCO, California 


CORDER OLDSMOBILE INC. OREGON 


1602 Main Street WESTERN IDAHO 
VANCOUVER, Wash 
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FIAT ABARTH 750 


JIM PARKINSON SOUTHERN CALIFORNIA 


Burbank Sport Car Centers 
633 SO San Fernando Bivd. BURBANK, California 


ITALIAN MOTORS INC. MICHIGAN 
14801 East Jefferson Avenue poo Bh 

KE IUCKY 
DETROIT 15, Mich INDIANA 
ITALIAN SOUTHWEST CAR COMPANY OKLAHOMA 
2830 White Settlement Road NEW MEXICO 
FORTH WORTH, Texas TEXAS 
FREED's ITALIAN CARS sani 
47 Second East EASTERN IDAHO 





SALT LAKE CITY 11, Utah 
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The high voltage winding is im- \ 
pregnated under vacuum with an 

epoxy-resin compound which \ 
serves both as permanent insula- \ 
tion and as a solid, practically in- \ 
destructible case. \ 


@ EXPLOSION PROOF \ 





@ WATERPROOF \ 


@ SHOCKPROOF 
@ HIGHER VOLTAGE OUTPUT 


Available at All Mallory Dealers! 


12416 CLOVERDALE - 
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Comments on Traffic 


(Continued from page 74) 


The situation regarding school zones 
has some of the elements of No Death Day 
—notably high emotional content and very 
little thoughtful reflection. Most of the 
time that vehicles spend crawling through 
upward of one hundred thousand school 
zones is useless ritual. Most of the time 
that children are at school they are re- 
quired to be inside the school in fixed 
groups. Most of the time they are at 
school and outside the building they are in 
supervised play areas (fenced, or they 
should be fenced). They are safer from 
vehicles than at any other time in thei 
waking lives no matter how fast the 
vehicles are moving. The time they need 
extra protection is during the periods they 
are in transit between home and school, 
so this is the problem to be solved. It is 
probably soluble in ways more useful to 
the society than posting school zones with 
extraordinary speed restrictions. Perhaps 
if the energy and money now spent on 
superfluous traffic lights were spent on 
school-crossing-in-use lights, the restric- 
tions on the speed of vehicles could be 
confined to times when they could do 
some good. This is analogous to the rail- 
road-grade-crossing signal, but a_ little 
better because the child has emergency 
capabilities not available to the train. The 
grade-crossing signal isn’t a perfectly fool 
proof system but it is superior to the slow- 
for grade-crossing sign. The motorist knows 


when the danger is specific and imminent. 


— POSITIVE STEPS TOWARD 
SAFETY — 

I have argued that safety is a secondary 
matter from the viewpoint of society, 
which needs great mobility irrespective of 
safety—within wide limits. Safety is a nice 
thng to have in specific cases, but one can 
easily overdo its use—as in using out 
wonder drugs, one must not try to kill all 
the bugs. However, it is a legitimate pet 
sonal concern for the individual and he 
may help himself do things which will 
ameliorate the dangers. He is unfortu- 
nately confused about some of the most 
useful measures available to him. For in- 
stance, he tends to regard seat belts (or, 
better, shoulder harnesses) , crash helmets, 
and roll bars as the trademarks of a hai 
brained driver, I suppose because they 
were invented for use in transparently 
dangerous situations. Actually they are 
required in those selfsame transparently 
dangerous situations at the insistence of 
the conservative driving element. The 
representative driver should become aware 
of the fact that driving even in the pres 
ence of his peers is dangerous enough to 
take his life, and that some of these simple 
devices may save it for him. In fact they 
are probably more useful to him than to 
the racing driver, because they are more 
likely to be effective in a low-speed crash 
than in a high-speed one. And even 20 
mph has strong homicidal possibilities in 
a crash, for if the car loses this 30 feet/sec 
ond speed almost instantly, the driver will 
travel three feet during the next one 


SPORTS CARS ILLUSTRATED/JUNE 


tenth of a second, which is far enough 
to take him through the windshield or out 
the door. Their general use might reduce 
traffic deaths to half the present number 


The automobile manufacturers have not 
worked very hard at designing and stress 
ing safety features. I suppose because one 
can’t get the buyer too excited about such 
things unless one first stresses the hazards 
-which sounds like an unattractive way t 
induce people to buy and use automobiles. 
While I suspect the manufacturers’ mo 
tives may be somewhat crass, the fact is 
that they have worked hard to place in the 
individual’s hands a (albeit a 
dangerous one) which makes him ex- 
tremely mobile. For contrast, the construc 
tive works of some organizations with im- 
peccable motives are not always so obvious. 
The National Safety Council, for instance, 
may do all sorts of unpublicized good 
works. The only thing they are generally 
known for is their activity as spoilsports. 
On the formal holidays of our society they 
stand about declaiming the number who 
will be killed by automobiles, the implica- 
tion being that if we would only be good 
children this wouldn’t happen. I question 
the value of these warnings. They don’t 
even have the professional merit of being 
difficult to make! 

On the other hand, organizations like 
the National Safety Council could put on 
campaigns for shoulder harnesses, crash 
helmets, or any equipment which they 
feel is useful, aimed either at the indi- 
vidual or the manufacturer. Most cam 
paigns now are based on nonsense prem- 
ises, such as cut-down-the-horsepower-and 
save-lives. These are groping attempts to 
place an absolute limit on speed, which 
we have argued, is a strictly antisocial con 
cept. Moreover, pretty silly attempts: it is 
surprising how few horsepower it takes to 
go 100 mph if you design for it. The 
principal function of lots of horsepower is 
to increase maneuverability, which may 
either increase or decrease safety in a 
specific instance, but which in general we 
should presume increases it; there must be 
some net advantage in having vehicles 
which will more often do what you want 
them to do when you want them to do it 
On the other hand, who is urging the 
manufacturers to invent more advanced 
signaling equipment? The brake-operated 
rear light has been standard equipment for 
a third of a century, the turn indicator fo1 
a tenth of a century. Is that all? Automo 
biles make other speed changes which it 
would be useful to know about, as whet 
the foot is lifted suddenly from the ac 
celerator or the transmission downshifts 
How about a reliable slowing-up light 
Are there any utilities for car-borne radio 
television, and radar, other than entertain 
ment? 

Che motto of everyone concerned wit! 
traffic should be “Keep It Moving.” The 
odds are that no matter what one does t 
that end, something good will come of it 
The odds are that whatever one doe 
which is contrary to the motto will have 
a detrimental effect in the large. 


device 


—jdi 
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Driving The MG Twin Cam 
(Continued from page 63) 


who came into it slowly and dug out faster 
than you did, he will be able to get up to 
a higher speed more rapidly on the straight 
in an equal car and will breeze right 
past you 

I have found that if I allow the MG to 
go no closer than 10-feet from the outside 
of the road coming out of the Hook (posi 
tion #4) I automatically come into the 
Straight properly positioned and at opti 
mum speed. Then in the next instant—I 
have gone only about 10 or 12-feet past 
position +4—I give the steering wheel a 
slight twitch to the left, get off the throttle 
a hair and then stand on it hard. This 
action stops the car from sliding and it 
sort of ““uncocks” it, eliminating the slight 
leaning angle to the left. Now this is posi 
tion #5) the wheels are pointed straight 
ahead and the car is pointed down the 
short straight and to the right-hand side 
of the road, just at the beginning of the 
next turn. Note that I do not have to stee1 
the car across the road; it is already facing 
at a slight angle to the right from position 
+5. By the time I have reached point #6 
I am only two or three-feet from the right 
side of the road, still going in a straight 
line 

After the short straight vou encounte) 
two long bends—the first to the left and 
the next to the right—known as the Esses 
Only the left-hander is covered in out 


step bv-ste p diagrams—for reasons of space 


and because it is the more difficult of the 
two—but the right-hander is equally im 
portant and I will explain why in a mo- 
ment 

The first turn in the Esses is difficult 
because it is a perfect example of a turn 
that is deliberately taken “wrong” to set 
the next one up “right.” To explain this 
I will have to jump ahead to describe the 
approach for the right-hand part of the 
Esses. Remember I indicated earlier that 
vour line through a corner is important 
mostly because it allows vou to enter a 
straightaway following it at the highest 
possible speed. Well, there is a_ short 
Straight section between the left and right 
sweeps of the Esses, but this is so short that 
unless we are properly set up coming out 
of the left-hander—that is, on the left side 
of the road at position +10—we will not 
be able to get into the right line for the 
ight-hander. And if we don’t go into this 
second curve properly we can’t hope to 
come out “bombing” into the back stretch 
which, although it may look a bit twisty 
on the complete course diagram, is taken 
almost in a straight line 

Therefore we must “think ahead” and 
drive through the left-hand part of the 
Esses “wrong.” or at least differently than 
we would if a long straightaway and not a 
right-hand bend followed. Instead of cut 
ting to the extreme left at the apex of 
the turn and then allowing the car to 
Slide to the right (the classic “outside- 
inside-outside”) we must set up an arti- 
ficial line that will bring us, with a mini- 


mum waste of time and engine revs, to the 


left side of the road at point #10. Here 
is how I doit 

\t point +7 I am about one-foot from 
the edge of the road. Here I hit the brake 
slightly just to steady the car so that the 
tires will be on the biting side rather than 
the sliding side of traction. And since I do 
not want to let up on the throttle I usually 
touch the brake pedal with my left foot at 
this point. You might prefer to “heel and 
] 


toe but I find my method much easie 


although some practice is required betore 
the move can be made naturally 


After | have applied the brakes I begi: 


to steer slightly to the left, following the 
curvature of the road until, at point +8 
I am about four to six-feet from the right 
side of the track (which, by the way. wid 
ens at this point Right here I snap the 
steering wheel sharply (but only a couple 
of inches) to the left, at the same time 
applying more powei This throws the 
tail of the cai abruptly out and, to a lesser 


degree, breaks traction on the front wheels 
as well Thus, at position +9, I have 
“turned” a 45-degree corner that isn’t actu 


ally there. This is the critical point in my 


artificial line. As soo sl have “thrown 
the car I return the steering wheel to its 
original position from point +7) an 
ease off slightly on the throttle. Again, as 
it was in the latter part of the Hook, the 
car is oversteering slightly and, as you cai 


see from the overhead diagram, all I nee 


do is to drive, almost in a straight line, t 


position =10. allowing the car to slide just 


(Continued on page Yd) 








+6 From where we sit at the moment, we can see no immediate challenger in Class E 
for the ACE Bristol. Light, handy and powerful it is currently KING of the class. It 


should be, it’s as close to a racing sports car as you can get and still have a ‘STREETABLE’ 


machine. 99 
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CONTACT YOUR NEAREST DISTRIBUTOR NOW FOR DEMONSTRA 
TIONS OF THE ACE 2 SEATER SPORTS OR THE ACECA COUPE 


A.C. Imports Inc. 
3169 N. Pollard Street 
Arlington, Virginia 


A.C. Imports Inc. 
8 Alden Avenue 
Valley Stream, New York 


Hulsey & Proctor Foreign Cars 
1710 N. Akard Street 
Dallas 8, Texas 


PanWorld Distributors Inc. 
7833 Lomas Boulevard N.E 
Albuquerque, New Mexico 


Imported Motor Cars Inc. 
7030 South Tacoma Way 
Tacoma 9, Washington 





Imperial Motors 
721 Green Bay Road 
Wilmette, Illinois 


Worldwide Automotive Imports Inc. 
1968 South Sepulveda Blvd 
West Los Angeles, California 


Scarboro Beach Garage Ltd. 
2301 Queen Street East 
Toronto 

4269 St. Catherine St., W 


Budd & Dyer Ltd. 
4269 St. Catherine Street W 
Montreal 


B.C. Sports Car Center Ltd. 
1424 West Broadway 
Vancouver 9 


Distribuidora Mecanica c.a. 
Avilanes a Mirador 36, P.O. Box 454 
Caracas, Venezuela, So. America 


A. Cc. CARS LIMITED 


THAMES DITTON, SURREY, ENGLAND 
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SOLE X 


CARBURETOR 


JET KIT 


NO. 120 


This kit in- 
cludes 119 differ- 
ent items, all 
conveniently 
packed ina 
metal case 
designed 

with separators. 
Each item is 
identified by 
part number 
and size. 


$6995 


See your dealer 
or order direct! 


PNad, [eo] & 


CORPORATION 


Warsaw, indiana 
Exclusive Distributors in the United States 











THE EXCLUSIVE SL-3 LIETZ 
UNIVERSAL LUGGAGE RACK 


SS ( 
EUROPE’S BEST $3999 via express 


@ Triple chrome plated, strong light weight tubu- 
lar steel frame. 

@ Only 6 pounds and will remove in minutes 

© Carries two suiter plus overnight case. 

®@ SL-3 fits: MGA, AH 100-4-6, Sprite, Alfa, TR-2-3, 
Jaguar XK 120/140/150, 190SL, 300SL, Ferrari, 
Maserati, Corvette and others 


Dealer Inquiries Invited 


Send check or money order to RONETTE 
89-39 221 Place, Queens Village 27, New York 


























FIBERGLASS SPORTSCAR BODIES 


as low as 








DISTINCTIVE 
BODY STYLES 
BY VICTRESS 


COUPES @ ROADSTERS e 


DRAGSTERS 
Any wheelbase from 94” to 116”. 


Send $1.00 today for illustrated brochure 
and instruction plans. Your $1.00 will be 
applied to purchase price. Write Dept. | 


VICTRESS MFG. CO., INC. 


11823 Sherman Way, North Hollywood, Calif. 
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$295.00 









Sebring 


(Continued from page 23) 


Sebring Conclusions 


With five cars each in the top ten, Fer- 
rari and Porsche enjoyed sweeping suc 
cesses. Which all goes to prove that you 
can’t beat a mix of numbers, quality and 
preparation, Not to mention good drivers, 

Many complaints before and after race 
about quality of entries. Ulmann seems to 
be seeking as many makes as possible with- 
out much regard to driver experience or 
ability. 

Ranks are filled by wealthy amateurs, 
often in cars with which they've had little 
if any experience. Like Le Mans, Sebring 
offers lots of prestige, little if any starting 
money. Few factories can afford the jour- 
ney unless they sell race Car to a 
wealthy prospective entrant. Porsche and 


their 


Ferrari each succeeded in attracting both 
money and skilful drivers to back up their 
three car works teams. othe 
and skill were only in- 
frequently matched. 

Debut of Elites was tarnished a bit by 


their late arrival. One 


\mongst 


makes, the money 


finished second in 
class to Rainville-Kaplan in an Alfa, the 
other dropped out with engine mount 
problems. Though both turned faster laps 
than the Giulietta, longer pit stops told 
the story and the Conrero-prepared Alfa 
edged out the Lotus. Incidentally, at least 
one Alfa-Romeo entrant hid his specially 
obtained away, came South 
with a very stock Super Spider. Result: not 
much at Sebring, but he says he’s rarin’ to 
go in the up-coming SCCA season. 

I'wo-liter Lotus “Fifteen” impressed in 
practice. When it zipped by him, Holbert 
pitted his Porsche RSK for a quick engine 
check-up. “Thought it 
hundred.” 


Conrero car 


was an eleven- 

Lou Delaney’s crew changed a head gas- 
ket on Lotus-47 in a rain drenched three- 
hour “Eventually, why not now?” 
\lso involved in a long one was Ferrari-16. 
They swiped the necessary rear axle bits 
from George Arents faithful “Mimi,” 
parked behind their pit. 


stop. 


Unconfirmed is the report that one of 
the Porsche mechanics is now rec uperating 
from pneumonia. Seriously. 

Chapman on racing car design: “Low 
weight for acceleration, low frontal area 
for speed, and low center of gravity for 
cornering ability. They all conflict with 
each other, and also’it’s certain that some 
body roll is desirable to inform the drivet 
what’s going on.” 


Considerable 


fracas between Ferrari 


team and the organizers. This year’s regs 
did not actually require that entries use 
\moco, apparently in Enzo 
Ferrari’s statement that he wasn’t racing 
where anybody told him what to put in 
his tanks. But Amoco, with lots of dough 
sunk in this project, didn’t want the pros 
pective winners using Shell — with 
Ferrari has a year-long contract. 


response to 


whom 


Accidents were few but spectacular, es- 
pecially Rollason’s spin into the abutment 
of Martini-Rossi’s vehicle bridge. Stan- 
guellini literally, but driver 
wasn’t even scratched. Less happy were the 
deaths of Edwin P. Lawrence 


was bent, 
(Maserati) 
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Larks 


(Continued from page 39) 


hand, features the now-typical American 
arrangement whereby the second seat folds 
forward, its two sections providing a flat 
extension of the rear floor and a protective 
wall just behind the front seat. The reat 
floor panel covers the spare and an ingen- 
ious but inexpensive hook holds it up 
when the jack or wheel are being removed. 
Brakes, as to be expected on a car of 
moderate weight, have an easy job to do. 
Pedal pressure is medium and the brakes 
are capable of locking the wheels. Stude- 
baker’s interesting Hill-holder keeps the 
brakes on as long as the clutch pedal is 
all the way down—provided only that the 
Lark is headed up-hill. When reversing 
into a parking space under these condi 
tions, it may be disengaged merely by 
placing the transmission in neutral. 
Steering and handling, never exactly 
Studebaker strong points, seem to vary 
with the load being carried. Both Larks 
feel lively when light, becoming increas- 
ingly soggy as the load grows. Empty, the 
mild right 
up to the ragged edge. Steering forces re- 


sedan maintained understeer 
mained light, yet not so light as to hide 
the front With 


heavier loads aboard, the major steering 


the behavior of wheels. 
force in the six seemed to be mostly fric- 
tion in the peg and sector steering box 
(the V-8 gets a roller and sector box which 
improves this facet of the problem) . Both 
cars when heavily laden seemed uninspir- 
ing, even when just going straight down 
the turnpikes. Unladen, they were trans- 
formed into lively little devils that turned 
out to be much fun to drive. In this con 
dition, their major drawback is the heavy 
proportion of unsprung mass involved in 
the rigid rear axle. Despite very good shock 
absorbers, the rather light Lark VI would 
pick up and_ skitter on 
surfaces. 


some corduroy 
As the Europeans have shown, when you 
make a light car, the only way to get big 
car comfort on all roads is to incorporate 
independent suspension on all wheels 
Easier said than done, unfortunately. 





Sebring 


and Gilbert Johnson (Ace-Bristol) . Their 
crashes occurred in night practice at the 
hairpin turn and on the highway south of 
town, respectively. 

Frank Roosevelt's team of Zagato-bodied 
Abarth-Fiats was indeed impressive. Fou 
cars entered, all with bi-albero (twin cam) 
heads, plus four practice cars, one bi 
albero and three push-rods. It may have 
been expensive but the results were satis 
fying. 

Ditto for Bill Woodbury’s management 
of the Ace-Bristols. They too had practice 
cars, one of which replaced the wrecked 
car mentioned above. When all was said 
and done, they had copped the 
Prize. 


Team 
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MGA Twin Cam 
(Continued from page 53) 

Where once the best zero to 60 mph 
time we could get with the car was 9.7 
seconds with more runs above 10 seconds 
than below, we now get nine seconds con 
sistently and, even before final fine-tuning 
and with only some 600 miles on the en 
gine we made one run at 8.9 seconds. The 
consensus at this writing is that these times 
will improve as the engine wears itself in 
\t the time of the 8.9 run, inspection of 
the plugs indicated that number one cyl 
inder still hadn’t run in completely 

Unfortunately, press-time came along 
before we had a chance to re-run the Lime 
Rock Park tests but the improved perform 
ance of the car in terms of sheer speed o1 
rather acceleration indicate that another 
two to three seconds can be shaved from 
the lap times which would mean circuitry 
on the order of 1:17 with 1:16 a possibility 
if one were in a hurry and had the skill 
to handle the car at that rate 

Several knowledgeable people who drove 
the car in its former state have driven it in 
its current condition. One of these was Ed 
Brown who did the original gear changing 
His comment was brief and to the point: 

It’s a different ca 

On one road in this area there is a long 
straight 10 percent grade about half-a-mile 
in length. Starting up this hill in fourth 
at 60 mph, we were making about 75 at 
the top 

Only two faults have showed so far. One 
is a definite reluctance to leave the starting 
line, a problem caused by the close ratio 
gearbox in which low gear is about the 
same as second in a normal box. This can 
be overcome by leaving the line in a rush 
with a good chirp of rubber but such tac 
tics are a bit difficult to use in traffic until 
one gets used to feathering throttle and 
clutch in just the right way. Once unde1 
way, however, the car moves off in a rush 
that is utterly satisfying. The other fault 
is one common to any engine with a rela 
tively large port area, high overlap and 
normal carburetion instead of injection o1 
a carburetor throat for each port. Idle, it 
will not, at least not under about 1200 
rpm. Any idle speed under that produces 
the expected lumpy uneven chugging 
found in all very high performance en 
gines. It’s not a great fault and would be 
annoying only to those who expect all en 
gines to tick over like Bentleys and Rolls 
Royces. Smooth idle is something only 
gained with cubic inches and mild timing 
two traits the MG does not possess. It can 
be made to idle down to 700 or so but only 
by retarding the timing some 10 degrees 
a practice which virtually guarantees holes 
in pistons so take warning 

In any case, the remark we made in ou 
initial test report holds true in abundance 
\t that time we stated flatly that the po 
tential of the car in class would be limited 
only by the man behind the wheel and the 
man in charge of the horses under the 
hood. The man in charge of the horses 
has come through—the machine goes. Now 
it’s up to the man behind the wheel 

Also one other thing has been proved 
Despite the necessity of using a production 
block as a base, the men behind the pencil 
and the drawing board knew what they 
were doing. This Midget is muscular 
indeed. 


—john christy 
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MORE 


HORSEPOWER 


SUPERCHARGE YOUR 


MERCEDES 190 SL 
MG-A e VOLKSWAGEN 


VW-GHIA e DAUPHINE 


FOR AMAZING 


ACCELERATION 
THRILLING 


PERFORMANCE 





The Judson Supercharger provides 
more than just improved 
performance, it’s a new experience 
that you get only from a good car 
that is properly supercharged. It’s 
the “right” combination. Only 
with supercharging do you get such 
a “snap” in accelerating. Only 
with a supercharger do you get that 
feeling of flexibility and absolute 
control. It gives you rocket 
performance, a new thrill in 
motoring pleasure. 

It’s difficult to express a sensation 
in words, a thrill in figures . . . just 
for fun drive a Judson supercharged 
car and feel the difference. Write 
today for complete information. Let 
us show you how this is done and 
what kind of performance you can 
get from your car when 
supercharged by Judson 


JU DSON 


RESEARCH AND MFG. CO 


CONSHOHOCKEN. PA 


the finest, world renowned ... 


ROBBINS TONNEAU COVERS 


. for all sports cars and late model 
American convertibles. Highest 
quality materials and expert custom 
workmanship make our tonneau 
covers the incomparably best 
you can buy. Write for our 
colorfully illustrated brochure, or 


come in and see us. 


1453 LINCOLN BLVD/SANTA MONICA 6/CALIF/EX 3-0316 





the Removable. | 
luggage rack 


NO HOLES TO DRILL 
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Fas MGA TR Austin Healy 


Please state moke ond model 
All metal Heavy guage steel tubing long las:ing 
hard chrome plating. 
Oversize, stain-proof suction cups grip over 
trunk lid stiffeners. Easily adjusted stainless 
steel straps with rubber coated hooks give 
Record time on-off? $21.95 


Original rack Hardwood slats polished and 
marine spar varnished, mounted on chrome 
Same fine features as above 
For that distinctive sporty look ! $24.95 


See these racks at your dealer. 


Mail orders: We pay the postage on above 
prices. NoC.O.D's. in Calif 
add 4% sales tox. Thank you ! 


A 
( \CCehMhOtY 
)yyinccring 1054 Duncan Place 
/ Manhattan Beach 12, Calif. 
Dealer's tnguirier welcomed. 
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AROUND THE WORLD 


european car owners agree, its ‘Goodbye, Mr. 
Chips!"’, with MATCH, the touch-up paint pro- 
duced exclusively to meet the needs of discrim- 
inating car owners. Your imported car dealer or 
auto accessories store has a MATCH for A—H, 
VW. RENAULT, TRIUMPH, HILLMAN. ETC.... 
or name of your nearest dealer, please write; 


“ PHILIP-SANFORD AND COMPANY 
BOX 68, BROOKLYN 12, NEW YORK, U.S.A 

















BARKER MOTORS 


2291 Fairfield Ave. Bridgeport, Conn 
Distributors for TOPTEX 
nat 


Safety Helmets Approved — by ou i 
S.C.C.A used exclusively by police and government 
agencies. Specify exact size $33.2 
Safety Belts: 3” quick release buckle. Anchors to eye 
bolts with spring snap hook. 2,000 Ib. test. S.C.C_A 
and U.S. Government approved $7 
Carpets: Custom made of durable viscose. Full ref 
f not satisfied. Black, red, grey or brow 
MG TD, TF $19.9 
MG A 29.85 
Jaguar XK 120, XK 140 8.5 
Dauphine 27.50 
TR 2, TR 3 s 
Austin Healey 100 29.8 
Shop Manuals: All genuine fact 
ur Service Department 
MG TD 8.5 
Austin Healey 100-f 7.5 
Triumph TR2, TR3 11.01 
Morri 8 
Magnette 8.60 
Austin A 40 Somerset 8.5 
20 with order, balance C.O.D., or send f 


ind we pay postage 

















Win By A Nose 
(Continued from page 67) 
copper-core goods tend to be very heavy. 
Don't use more than you absolutely need. 

Air will be able to pass through the 
radiator core at a speed much slower than 
the general run of car speeds, and the 
actual area of core through which air can 
pass will be considerably less than the 
total radiator area. For both reasons it’s 
not wise to expose the whole radiator to 
the onslaught of the atmosphere, current 
practice being to take air in through a 
small opening and lead it to the core. 
Judging by current examples, like the 
Lister, Vanwall and D-Type Jaguar, with 
good internal design you can get away with 
an aperture about one-third the size of the 
radiator. 

“Good internal design” refers particu 
larly to the position and angle of the duct 
walls between the opening and the radi- 
ator. First, if mechanically possible the 
opening should be dead on line with the 
center of the cooling core, to make maxi- 
mum use of the air we have. The newest 
Lotus Grand Prix car has an air intake 
offset well to the lower edge of the radi- 
ator; its designer found that air wasn’t 
finding its way up to the top of the core 
in any quantity, and inserted a deflector 
in the center of the intake to kick a breeze 
up that way. Many otherwise good designs 
are probably suffering from this 
fault today. 

Also it’s important to have a gradual 
expansion of duct area from the air entry 
to the radiator, to prevent efficiency 
destroying turbulence from forming along 
the duct walls. When the D-Type Jaguar 
was first introduced, and in the later pro- 
duction editions, it had a shapely but short 
nose with rather severe (30 degrees on the 
top) duct wall angles. Later factory racing 
versions had a snout stretched 714 inches, 
ostensibly for external streamlining but 
more importantly reducing the maximum 
duct angle to about ten degrees. The best 
“diffusion angle” is figured to be seven 
degrees, but space restrictions seldom al- 
low this to be reached. Ten is plenty close. 

Additional ducting will be needed to 
lead the warmed air away to the selected 
low-pressure points on the body surface. 
The cross-sectional area of the exit of this 
duct will want to be larger than the intake 
opening but not so big as the core — about 
half the core area should suffice. Again, the 
duct angles and curves should get the same 
attention you’d devote to the design of an 
intake manifold. There being no set spot 
on the body shell that always shows the 
lowest pressure readings — or the most 
suction, car builders have come up with a 
wide variety of interpretations. 

In spite of limited space for air motion 
and the possibility of fluctuating high 
pressures, many designers have chosen to 
exhaust hot air on the underside of the 
(usually underpanned) body. Structurally 
this is one of the simplest layouts. The 
experienced aerodynamicist who planned 
the Vanwall and all the Lotus shapes 
plunked for the underside, using rounded 
ducts that curve sharply downward. Prob- 
ably influenced by these examples are the 
similar ducts fitted to the Tojeiro and 
the Tojeiro-designed AC-Bristol Proto- 
type. Also in England good results were 
obtained on a downward-ducted special 


same 
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which cooled the water of a 50-horse en- 
gine with an oil cooler from a Junkers 
JU-88. Maserati has tried a lot of different 
ducted layouts, among them an underside 
exit on the offset cars built for Monza in 
1956. 

Earlier the same year Maserati built a 
G.P. car with an outlet on top of the hood, 
a pattern they’ve repeated on a small scale 
in their two new lightweight cars. Since 
high-pressure areas can exist on the top 
hood aerodynamic know 
how is called for to make this work. Prac 


surface, some 
tical results indicate that a good exhaust 
point lies at a “break” in the nose profile 
that might occur where a rising nose curve 
flattens out into the hood proper. If there's 
no such point already, you can design one 
in as John Cooper did for his very neat 
rear-engined (but front-radiatored) sports 
cars. Reid Railton used a 
louvered top exit on his then-sensational 
MG EX/135 streamliner of the Thirties 
a pattern that was picked up by the simi 
lar EX 179. Right here at home a highly 
sophisticated ducted radiator was fitted to 
the one-shot SS Corvette, leading hot air 
up and out through long louvers. 

Since there’s often more extra room up 
front, rear-engined race cars are naturals 
for ducted cooling systems. I’ve already 
mentioned the Cooper, which used a top 
exhaust with its fully-enclosed bodywork 
Back in 1934 the open-wheeled rear-en- 
gined Auto-Union juggernauts appeared 
with hot air exits on the 


Top engineer 


sides of the 
stumpy hood. The same idea, more closely 
integrated with the openings for the sus 
pension arms, was to be found on the new 
*38 model of the same car. An Auto 
Unionesque postwar Grand Prix car, the 
Sacha-Gordine featured two separate radi- 
with ducted ai 
exits at the suspension openings. Although 
front-engined, the latest BRM _ G.P 
machine achieved similar results with a 


ators for oil and water 


radiator divided into two cores with com 
mon top and bottom tanks. Simple vertical 
deflectors pushed air out the sides, leaving 
a central opening which could supply coo! 
air to the carbs, engine room or an oil 
Recent frame changes 
have left this central supply unchangec 
but have forced the removal of the de 
flectors. 


cooler to choice. 


Many systems remain that can’t easil\ 
be categorized as having bottom, top o 
side air exits. One such is the MG EX 181 
mentioned earlier, which uses two com 
pletely separate systems breathing the ab 
solute minimum volume of air, The twin 
radiator idea can be neatly applied t 
many car design problems, as the Mai 
chese brothers did with a prewar Ind 
car that had to meet the new minimun 
width regulations. They filled out th 
flanks with radiators slung from fram 
members, leaving the nose smooth an 
pointed. No air entered the snout of tl 
first Vanwall Special either, the heat e 
changer being a network of grilled tub 
laid out on the upper front of the bod 
Reminiscent of 1905 techniques, this 1 
worked well but was replaced by a co! 
ventional radiator as a_ precautiona 
measure before a race in sunny Italy, a1 
was never reinstalled. Another early-d 
technique that might take to rejuvenati« 
was the mounting of a cowled radiat 
ahead of an enclosed, streamlined: bo 





uaa tase | A FIBERGLASS BODY FOR $35? 
allow air to escape freely. Executed on the $3 5: 
“Duck” racing Austins and some of Mal it isn’t likely you’d be taken in by such a —— 
colm Campbell’s Bluebirds, this is really headline as this, but it is almost as ridicu- ~~ ial 
an exposed harbinger of modern ducted lous as some of the ads that offer fiberglass go=—™ ~ See 
bodies for $X.00 AND UP. The and up, quali { 
fied, includes such essentials as doors, M 






layouts 


Ihe same general principles of duct de trimming, crating and a number of ‘‘extras’’ 

sign can also be applied to other car cool built into every Devin body for which there 
no extra charge oweve f yo 

ing problems, most directly of course to is no extra charge. However, if you deduct 


; the average cost of these extras 
the feeding of an oil cooler. Mercedes 


have published some remarkable figures 









' dash and door jambs $ 50.00 
on their 300SLR which indicate just how doors & liners 100.00 
hard it is to get very low air resistance hood 25.00 27 body sizes 
5 > available from stock 
with a practical road racing car. I already Geek 1858 DEVIN-FIAT 1100 make conversions easy 
sf . flanged, reinforced hood 
mentioned that 15 to 18 percent of air and deck openings 50.00 Distinctive and beautiful sports-touring cars using small sedan 
. 4 : chassis can be built by the amateur. Low cost is assured because 
drag was supplied by the joint air and headlight receptacles 25.00 Devin bodies are pattie hs nies hidden Monel 4 ony ars 
water cooling systems. An additional five se greeny Song 73.08 
ederal excise tax i 
percent was soaked up by openings to cool total ‘ $350.00 DEVIN COMPETITION PARTS 
the driver and the tires, and a further four beg RIM COMPETI BORRANI goon 
by access holes in the belly pan rn Bib a po epiny ate . ee : 
percent Dy a ay pe from the complete price of a Devin polished wood rim on tested WHEELS I es ~ ty, 
They reiterate that, as in the case of their body, ($385) you realize that you are a DISC wk AKES id * 
’ s€ t ai sizes ( 1 o0et 
W163, as the frontal area is reduced the getting the actual shell for the ridicu- inlimited cars. FINNED $195 
share of drag produced by these necessary lous price of $35.00. As the country’s ALLOY BRAKE DRUMS 
largest custom fiberglass body builder deDION REAR ENDS 
openings becomes greater and thus more Bill Devin has developed techniques and r SUSPENSION COM - 
me ont jie 
worthy of good detail treatment. kl designs to a point where such detailed PON EN I S rt BE ~ 
nde fabrication is economically feasible FRAMES, COMPLETE 
; CHASSIS 
Sports car and small sedan conver 
sions using these sleek bodies are Send $1.00 (refundable wit 
simple, fun to do and end in a distinc- first rder for colorfu . 
, tive appearing car with great appeal oe Sere Se ee ‘ Se 
See your Devin Dealer or write for bro- , ible aa 7a ° = 


chures described at right Visit our factory or ask any Devin dealer for free literature 
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front crossmember. 
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n Che more specialized a car is, the more / 

al highly developed its cooling system can be ions! 

ng Ducting and core area in the EX 181 or { - 3 

0 iny Bonneville streamliner can be laid \} East > Largest Cor ette Dealer 


oi out to the last hair, while at the other ex 
ot treme experienced sports car builders like ee 4a ! 
re Maserati and Ferrari have to cope with 
cle countless combinations of speed and 

climate, and prefer to lay on as much core 
sil and opening as they think the market will 
( stand, perhaps supplying an adjustable 
18] blind so you can keep the radiator from CORVETTE SPECIALISTS 
on freezing up on the downhill runs. Mer- 
al cedes overcooled the 300SLR for the same . SALES & SERVICE HEADQUARTERS 
win reason, compensating with a thermostat w * Fuel Injection, 4-Speed Trans- 
L % instead of a blind. In between these ex ‘ V yy mission, All Competition Mod- 
ai tremes lie the bulk of competition and v by of Italy ifications Our Specialty 
ind street equipment. Not one, no matter how ‘ 

"hs » term “ae \ - All Imported Cars Taken in 
jun far out, has any claim to the term “aero ak 
cs Good news the goggles preferred by Trad 

tl lynamic unless the streamlines were de the world’s foremost racing drivers are rade 
ame J signed trom the inside out. eee ee ee - Deferred Payment Facilities 
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t ¢ anti-fogging vents; adjustable bridge and 





IMMEDIATE DELIVERY 
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BUTTAFARRI CORPORATION 
452 Fifth Avenue, New York 18, N.Y. 


BROADWAY AT 57th STREET 


We Are Never Satisfied Until You 











| by Karl Ludvigsen. 




















Prescription For Performance 


(Continued from page 45) 
the usual run-of-the-mill types. For ow 
purpose, using gasoline, an honest meas 
ured compression ratio between 1034 and 
1114 to 1 is most desirable. Variations it 


bore and stroke will, of course, effect the 
overall compression ratio, as will the re 
moval of metal from the combustion cham 
ber. Chev heads can be milled, or pref 
erably .060-in 
without fear of structural weakening. Don’t 


ground, a maximum of 
hesitate to grind the heads enough to bring 
the compression ratio within the above 
limits. There are two “don'ts” in connec- 
tion with the compression ratio. The first 
previously mentioned, is the desirability 
of using flat top pistons. Domed pistons 
should be used only if the compression 
ratio cannot be raised sufficiently by any 
other means for the displacement of the 
engine. The second is to make absolutely 
certain that the depth of the 
quench” area does not exceed .060-in. and 


“squish- 


is preferably closer to .050-in. with the 
piston at exact top center. This is the dis 
tance between the flat surface of the head 
and the top of the piston opposite. A 
depth in excess of 1/16-in. is asking fon 
detonation with an engraved invitation. 
Closer clearances are possible but when 
they approach .040-in., there is a good 
chance of mechanical interference between 
the piston and the head at high engine 
speeds. The connecting rods and pistons 
actually and measurably stretch and the 
tighter the engine is twisted, the more 
they stretch. So keep the piston-to-head 
clearance as close to .050-in. as possible 

\ compression ratio of 1114 to 1 with a 
clean combustion chamber, contingent 
upon the above, is entirely free from det 
onation with the best pump gasolines at 
all engine speed and 
[welve to one is definitely on the ragged 
edge of detonation at full load and 1214 
to | is over the hill. Combustion chambei 
deposits that inevitably form and cling 


load conditions. 


to chamber. surfaces effectively lower the 
highest useful compression ratio. We must 
take this into consideration and limit the 
maximum compression ratio to 1114 to | 
even though the engine will be disas 
sembled and the 
quite 
ratios from 914 to 914 to | are about right 


combustion chambers 


cleaned frequently. Compression 
for supercharged engines with low boost 
pressures (10 psi or less) . For higher boost 
pressures, ratio of from 8 to 814 to I are 
about as high as practicable. The latte 
cases usually require that °57 265-cubic 
inch truck heads be 
compression ratio of 8 to | and also have 


used. These have a 
the larger Corvette-sized intake ports. 
There are three different head gaskets 
that may be used; the stock °57 and late: 
Chev embossed steel gasket, the Fitzgerald 
0622 steel-asbestos gasket for bore sizes 
up to 37%-inches and the Fitzgerald 0622- 
f-inch special steel-asbestos gasket for bore 
37%-inches, If the head 
and block surfaces are smoothly ground 


sizes larger than 
and the gaskets are properly installed with 
the heads torqued to 75 pounds-feet, there 
should be no sealing problems. Howevei 
the Fitzgerald 


gaskets present no thin 


metal edge to the combustion chamber so 


8&4 


there is much less chance of hot-spotting 
from this source, as has been known to 
occur with stock Chev gaskets. The com- 
pressed thickness of the Fitzgerald gasket 
.050-in., 


maintain the proper depth of the “squish- 


is about which means that to 
quench” area, the tops of the pistons must 
come exactly flush with the top of the 
block at top center. Use the “silver paint” 
method of gasket sealing described last 
month 

\ heavily supercharged engine brings its 
own particular gasket problems. Because of 
very high cylinder pressures, any normal 
head gasket will eventually blow or at 
least leak. About the best plan is to use 
the stock Chev gasket and carefully round 
off the projecting edges. Carefully soldei 
a length of .030 in. diameter copper wire 
to the underside of the embossed ridge 
that circles the combustion chamber; that 
is, in the groove formed by the embossing 
ridge. If this job is done properly, the 
gasket seal will last a surprisingly long 
time unless a section of the copper wire 
melts, at which 
trouble elsewhere. 


time there is greater 

Measuring the compression ratio, with 
the engine fully assembled, is the only 
accurate way to know the actual ratio. 
Because compression ratio is strictly a 
mechanical function between the volume 
of the combustion chamber and the vol- 
ume of the cylinder, a compression pres- 
sure gauge is useless. Knowing the bore 
and stroke, calculate the displacement of 
ene cylinder in cubic inches, then convert 
it to cubic centimeters by multiplying 
by 16.38. Use a dial indicator to bring one 
piston to exact top center of the com- 
pression stroke so both valves will be 
closed. Use a narrow strip of masking tape 
to seal the gap between the piston and the 
bore. Install the head gasket and head. 
lilt the engine so the spark plug hole is 
vertical. Fill a 100 cc or larger beaker with 
SAT 10 oil and record the exact amount 
used. Fill the combustion chamber up to 
the second plug thread with oil from the 
beaker, Rock the engine back and forth 
to remove all trapped air and refill the 
chamber to the second plug thread. Re- 
cord the amount of oil used to fill the 
chamber by 
from 


subtracting the remainde1 


the original amount. Designating 
the displacement of one cylinder in cc’s 
as V and the volume of the combustion 
chamber as v, calculate the compression 
ratio by the formula V+v=CR. 


\ 
The matter of compression ratio is of 


the utmost importance to our engine. An 
insufficient ratio is wasting the potential 
of the engine. Too much is encouraging 
blow-ups. Thus a middle-of-the-road_pol- 
icy is in order here; a ratio high enough 
for the development of good power and 
torque but not so high as to induce deto- 
nation or endanger engine reliability. 


CAMSHAFTS AND VALVE GEAR 

Without a doubt, the patented General 
Motors system of pushrods and rocke1 
arms, as exemplified by both Chevrolet 
and Pontiac V8’s, is the very best in the 
world. The entire layout is simple, very 
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light in reciprocating weight, rugged, ex- 
tremely durable and is capable of taking 
the engine up to astronomical revolutions. 
In fact, there are at least two other Chev 
hydroplane engine about that run at maxi- 
mum engine speeds of very close to 
10,000 RPM. Of course, the horsepower is 
down the drain at these speeds but the 
point it that the rocker arms and pushrods 
are stock Chev items. There is only one 
improvement to be made to the rocker 
arm department and it involves the rocker 
arm stud. First, place a straightedge along 
the row of rocker studs. The highest studs 
should be pressed into the head further 
to match the height of the lowest studs. 
The correct dimension is 13,-in. from the 
top of the stud boss to the top of the 
stud. The stud bosses and the studs them- 
selves should be drilled for small taper 
pins or a \4,-in. diameter Rollpin. The pins 
will keep the studs from raising in the 
event of piston-to-valve interference. 
Valve guide bores should definitely be 
knurled for reasonable oil control. Also, 
the valve stems should be grooved for the 
stock Chev “O” ring oil seals and, if pos- 
sible, the stock inverted steel cups should 
be retained, 

For our modified engine, the sky is 
literally the limit in the field of cam- 
shafts. Just about every type, except des- 
modromic, is available for the Chev; there 
are cams for flat lifters, radiused lifters, 
mushroom lifters, roller lifters, etc., ad 
nausium. Choosing the correct cam for a 
particular engine size and with a specific 
job in mind isn’t, or shouldn’t be, as 
simple as closing your eyes and pointing. 
{ll too often, the cam chosen for a spe- 
cific purpose can reconcile itself 
with the purpose because the buyer has 
been somehow misled or misinformed. 
Again, all too often, the importance of the 
torque curve is either minimized or over- 


never 


looked completely while concentrating on 
top end power. A camshaft must perform 
two basic functions: It must provide the 
maximum possible power and torque in 
the speed ranges where they are most 
needed. And it must do so for extended 
periods without wearing out and without 
causing undue hardships on the rest of the 
valve gear. 

Maximum top end power and maximum 
mid-range torque, while not exactly polan 
opposites are nevertheless not quite com 
patible because obtaining one usually in 
volves sacrificing the other. lo cite an 
example, the 339-cubic-inch Chevs used 
in the Reventlow Scarabs are quite capable 
of producing an honest 390 bhp at around 
7000 Rpm with a cam ground strictly for 
top end operation having close to 300 de 
grees duration. This was tried on onc 
occasion on the dyno but the results were 
dismal indeed in the low and mid-ranges 
The camshafts eventually chosen for all 
the Chev engines were considerably milde 
in valve timing, having a duration of 270 
$32-in. This 
cam produced excellent mid-range torque 
370 pounds-feet at 4500 RPM, togethe: 
with the very acceptable figure of 375 bhp 
at 6000 RPM. Thus, by sacrificing less than 
four percent in top end power, the en 


degrees and a net valve lift of 


gines were extremely strong over a very 
from 3000 to 7000 RPM 
rather than in the relatively narrow top 


broad range - 





end range from 5000 to 7500 RPM, as pro- 
duced by the long duration cam 

For a smaller engine, from 265 to 283 
cubic inches, the 270 degree cam reacts in 
a manner quite similar to the 300 degree 
cam in the larger engine. In other words 
in a practical sense, the 279 degree type 
is too much cam for the smaller engines 
lo duplicate the general characteristics 
of the larger engines with a small engine 
that is, good torque over a broad rang¢ 
coupled with good power on the top end 
requires an effective duration of about 
260 degrees. The 300 degree cam in a 
small engine will lose a significant amount 
of power all the way up the line until clos« 
to 7000 RPM is reached, which is com 


pletely out of sight and not acceptable 





On the other hand, the 260 degree cam 
in the large engine brings the torque up 
to a most admirable figure at 4000 RPM 
but at the expense of the top end. There 





fore, the most active engine speed rang : me 
is reduced to about 2600 to 6000 RPM No “power-pack” or “performance kit” to buy when 
ARNOLT-BRISTOL you choose the race-ready Arnxolt-Bristol Bolide. 

Its Bristol engine is the ruggedest, most renowned 


BOLIDE 2 litre power plant in the world, designed, tuned, 


This, too, is not acceptable because it was 
proven on several occasions that during a 


running lap on a road racing course the 


engine specd rarely fell below 4000 RPM | and bench-tested at the factory for full competition 
sd never below $500 RPM performance. But the Bolide is a round-the-clock 
a ever below 9 . sports car, as much at home at the supermarket or 

hese examples emphasize the impor- | $4250 country club as on the race course. Only the Arnolt- 
tance of selecting a camshaft that will " } 


2 : P Bristol Bolide offers a race-proved engine and 
produce a high degree of engine flexibility. | in racing trim chassis in a graceful Bertone body for a few hun- 


\s a general rule, the engine should be- | dred dollars more than run-of-the-mill sports cars. 
come quite strong at about 15 to 20 pei | 
| 


cent below maximum torque peaking speed 
and stay strong until the engine is about 





| \‘; S.H. ARNOLT INC. 
peaking speed. From the standpoint of | =’ CHICAGO SALES SALONS 
available power, once an engine reaches | 153 East Ohio Street - 5840 North Broadway 


10 to 15 percent past the maximum powe) 


the peak power speed, any increase in 


























































PARTS & SERVICE CENTERS 
) speed will show a decrease of powe1 2130 North Lincoln Avenue - 415 East Erie Street 
Therefore, if maximum power is reached — 
‘ at 6000 RPM, there is absolutely no pu Pe L; f SS x / RENEW AUTO LEATHER 
pose in turning the engine 8000 RPM; veryl ing yor ports ars. <> The eons je. beige ey Tans! Sree 
, 6500 yes, and perhaps 7000 in a pinch. Accessories Equipment Parts VT. tic acta, Pee a mayo 
\bout the only exception to this rule is in Chargicator - Tachimedion, et« helant loss of color. Restores luster. Water- 
: a direct drive boat where boat speed is Dn sen Acer gl ae sagen ytagte tore, 
a more-or-less proportional] to the number of IMPERIAL MOTOR PRODUCTS, Ltd. aetentr. een 498: pero 0. 
revolutions turned by the propeller. It is 414 Northern Bivd., Great Neck, N. Y. Jept. S 
‘ however, very convenient to have a ‘“‘cush 
- ion” in hand as far as maximum engine 
2 speed is concerned. It is especially impor- 
n sit to the engine in the pe of eh fee 
. shifts or other forms of unintentional Cguics ' y 
ver-revving so that the valves are not 4 
mi floated. Valve float is very destructive to accessories 
al every part of the valve train. Prolonged 
mn valve float in a Chev engine greatly multi 
in plies the possibility of collision between FOR THE DISCRIMINATING CAR OWNER 
an the pistons and the valves, even though 
ed the pistons are notched for a reasonable WINDWINGS $16.95 to $19.95 set MGA, MG, TD and TF 
pie > f F ane 
~ nse the Ly pe of camshaft for youn SUNVISORS $6.95 ” 7 2 - are 
for Cae j ¥ FLOOR CARPETS "i 
ngine very carefully. Special camshafts $14.95 to $59.90 set JAGUAR 
le ind related components are not cheap and : TRIUMPH 
| t ip an 4 
nie nistakes are usually considerably more ex TONNEAU COVERS A A-H SPRITE 
ere vensive than the cost of the cam. If it is $19.95 to $44.95 fino j 4 MERCEDES 190SL 
7eS inancially possible, two or more special GRILLE GUARDS - PORSCHE 
all am types should be tried. It is sometimes $12.95 to $29.95 ALFA ROMEO 
dei dvisable to switch cams for different LUGGAGE RACKS BERKELEY 
270 ypes of courses; a longer duration cam fon $22.95 to $39.95 BORGWARD 
his mnger and faster courses and a short dura ROOF RACKS $29.95 FIAT « DKW 
juc ion high torque cam for shorter courses SKI RACKS $26.95 IMPORTED SEDANS 
hei (he standard Chev Duntov cam is defi 
bhp itely out of sorts in a modified engine. It Write for illustrated Brochure of heresies ence penne ay See 
han as neither the potential for good torguc ee a 
en or top end power in spite of its fairly = 
very ood top end prion sch in a stock AMERICAN CARRY PRODUCTS Cco., Inc. 
M ngine 13148 Raymer St. North Hollywood, Calif. 
top (Continued on page S6) 


























AVAILABLE FOR THE FIRST TIME 





RIGID GLASSFIBER 
SLIDING SIDECURTAINS 


Custom Built For: 

AUSTIN HEALEY : ..$44.00 
8 SE ree ovspeeet $46.00 
Moulded self color glass fiber frame. 
Polished perspex panels. Available in 
all colours. Controls ventilation. 
Eliminates misting. 

Also REMOVABLE PLASTIC HARDTOPS 


AUSTIN HEALEY SPRITE 


from $112.50 & 
Austin Healey from $118.00, Austin 
Healey 100-6 from $137.50, M.G.A. 
from $118.00. 
Shipping Charges Extra 

Trade orders invited. Made from 
glass fiber, trimmed inside and out 
with best quality plastic fabric, or self 
color glass fiber. Complete and genu- 
ine saloon comfort. Our tops are of 
the highest quality workmanship and 
have been seen at all the motor shows 
in Europe. 


UNIVERSAL LAMINATIONS 
(Denis Ferranti Laminations Ltd.) 
58, HOLLAND PARK MEWS 
LONDON W. 11 ENGLAND 














EMERGENCY 


AND TUNE-UP 
for all imported and sports cars 


KIT 








Precision European made 
replacement parts for road 
repairs, tune-up, packaged for 
*‘‘glove-compartment’’—custom 
made to rigid factory specs 
for each car, Kit includes 
ignition, point set, condenser 
instructions and FREE 
point-setting gauge uncon 
ditionally guaranteed. Save 
buy direct from importer 


$925 





Complete kit 


2kits $3.95 


ORDER BY MAIL 


State make, model, year 
Postage paid—no C.O0.D.s 





ROTOR replacement 
when ordered with kit 
For any ignition 4 Qc 
system each 


HARSTON 
imports 
1173 Fairfield, Glencoe |, II. 

















QUALITY PISTONS 


The nation’s oldest 
and foremost manufacturer of 
custom and stock aluminum 
racing pistons 
Foreign and Sports Cars Our Specialty 
ALL TYPES — ALL SIZES 
Write for literature 


Factory: 2662 Lacy St. 
Los Angeles 31, Calif. 





CApitol 5-8177 




















Prescription For Performance 
(Continued from page 85) 


Usually all the essential items for the 
correct installation and operation of the 
valve gear is included in an installation 
kit along with the cam itself. These pieces 
include the lifters and lifter buttons, inne) 
and outer valve springs, spring retainers 
etc. For the most satisfactory results, in 
stall all the pieces according to instructions 
first, and later. The stock 


rocker arms and pushrods are fine so leave 


experiment 
‘em alone unless it is essential to the cam 
installation that they be replaced. 

\ valve timing check is absolutely es 
sential after the camshaft and related com 
ponents have been installed because of ex- 
cessive found in 
Chev timing sprockets, crankshafts, etc. 
Ihe procedure was outlined in the previ- 


production tolerances 


ous articles, as were the corrective 


measures. 


IGNITION SYSTEM 
Here, the best place to start is to throw 
the stock ignition unit as far away as pos 
sible. Or smash it to small bits with a large 


hammer. When it is gone, the temptation 
to use it will also be gone. As stated 


month, the stock Chev Delco unit is barely 


last 


just barely, capable of firing the mixture 
charge of a good stock engine. Load addi 
tional power into the engine and the stock 
ignition simply can’t, and won't, do the 
job. Additional electrical resistance at the 
spark plug electrodes, in the form of highe1 
cylinder pressures developed by the modi 
the 
takes is additional com 


fication is enough to defeat 
stock unit. All it 


pression, a 


proce SS 


good cam, a good exhaust 


system and an increase in carburetion in 
an otherwise stock engine. The most com 
mon reply to this handy bit of informa 
tion is “But I’ve just had it strobe-tested 
to 8000 RPM!” 


single, solitary thing because in a strobe 


Which doesn’t prove one 


test, the ignition is running free with no 
electrical loads imposed upon it. The stock 
Chev Corvette 


passenger Car Ol ignition 


is treacherous and cannot be trusted in 
a modified engine. Throw it away. Give it 
away. Melt it up for Get 
rid of it. 

The two types of special ignition units 
that dual-coil 


battery o1 available 


horse shoes. 


will do the job at hand, 


magneto, are from 
several different sources. Each has its own 
advantages and disadvantages. While the 
driving requirement of the dual-coil bat 
tery type is very low in power absorbed 
from the engine, it does require a good 
battery, generator, voltage regulator, two 
to func 


good ignition coils, etc., in order 


tion in an efficient manner over long 
periods. On the other hand, a magneto 
requires considerably more power to drive 
and they but 
difficult to start. 


is a completely 


needn't be, a bit 
the 
self-contained 


can be 
However, magneto 
electrical 
generating plant for the ignition system 
In the event that the battery falls off o1 
explodes, or the fan belt breaks, or the 
generator or regulator goes up in smoke. 
or any one of a combination of many forms 
of electrickery, the engine will keep run 
ning and you can press on regardless, The 
crew of the Reventlow Scarabs are fright 
ened silly of V-belts the 
breakage of same. Accordingly, they had 


and possible 
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special timing cover castings made up with 
a positive dog-type drive from the nose of 
the camshaft.’ 
the 


\ special gearbox bolts to 
which drives the 


water pump and the magneto 


front cover casting 
The solitary 
V-belt on the car drives only the generator 
this breaks 


significance to the 


and, if it is of no particular 


continued operation 
of the car but 


effective 


Quite expensive very 
The matter of spark advance is anothe 
factor to which the Chev 


For the best of sustained 


engine is ex 
tremely sensitive 
this can never be a 


performance hit-o1 


miss proposition. The practice of tuning 
should be banned for 


The spark advance curve 


an engine by ear 
ever. which is 


controlled by a system of centrifuga 
weights and springs and not by manifold 
or venturi vacuum, should be 15-ignition 
degrees in length for a modified unblow: 

The shape of the 
resemble that of a 


Corvette. 


engine CUTIVE must 


closely late fuel 


In yer 
tion The 15-ignition-degrees is 
Witl 


again discounting 
vacuum, and with 1034 to 114% to 1 


equivalent to 30-crankshaft-degrees 
ignition fully advanced 
com 
pression ratio, maximum permissible spark 
15-crankshaft 
12-crankshaft-de 
advance 


advance must not exceed 
degrees and_ preferably 
grees. A 15-degrec curve (30 


crankshaft-degrees) produces a total of 
12-crankshaft-degrees when the ignition is 
at idle 
speed. Initial settings in advance of 12 


degrees BITC 


set to fire at 12-crank-degrees BT 
make starting difficult and 
low speed operation a bit rough, Initial 
advance is most accurately set with the aid 
of a good timing light with the engine 
idling at 800 RPM or less. Tuning require 
ments for individual engines may mak 
changes in the above figures necessary fo) 
different 
tions but they represent a good place t 
start 


Dual-coil battery 


race courses and weather condi 


ignitions are available 


with or without a vacuum advance dia 


phragm. For racing, the additional spark 


advance at fairly high vacuum indication 
is not necessary, When the throttle is open 


and manifold vacuum is below about 


seven-inches of mercury, the vacuum ad 


vance unit is inoperative and when thé 
throttle is closed, it doesn’t make a grea 
deal of difference where the spark advanc 


is as long as it’s within reason. However 


for general use, the vacuum booster ad 
vance should be used to provide easic 
starting, generally cleaner and sharps 


part-throttle Operation as well as a meas 
urable improvement in fuel economy. The 
additional spark advance supplied by th 
booster should be limited to between si 
or seven-ignition-degrees, or 12 to 14-crank 


degrees 


The ignition wiring must be put t 
gether with a firm resolve that it won 
fall apart under rough conditions. A 


primary terminal connections must I 
inade with spring lockwashers and doub 
Run a 12 the 


nition case to the ground terminal on tt 


nuts. gauge from 


wire 


battery — if a battery ignition is used. Th 
will increase breaker point life very col 
siderably. Secondary plug and coil cabl 
must be secured as tightly as possible 

each end. Spark plug connectors must | 
well shielded to prevent arcing over 

the nearby exhaust headers. [he connect« 








must be a good tight fit over the end of the 
plug to prevent falling off at awkward 
moments. “51 or '56 Chrysler V8 ceramic 
plug shields are fine. Lodge makes a good 
neoprene insulator but about the best of 
the lot can be filched from a Volkswagen 
Good quality plug cable is a must and 
if possible, the wire strands should be 
soldered to the distributor cap clips and 
to the plug connectors. Cables must be 
routed as far away as possible from the 
exhaust headers and other sources of heat 
They must also be separated from each 
other to prevent “cross-firing’, a phe- 
nomenon that has destroyed more than 
one engine. The idea of taping the cables 
together into a tidy package is out. Plug 
cables should be renewed occasionally be 
cause they can and do become “tired” 
causing mysterious ignition ailments unde 
heavy loads and high engine speeds and 
which are almost impossible to diagnose 
accurately, 

About the most suitable spark plug for 
our engine is the Champion J-63R racing 
plug for competition events. Racing Chan 
pions have the ground electrodes pressed 
into the shell, through the threads, and 
are much less apt to give trouble from 
ground electrode overheating, as in stand 
ard commercial types. The workmanship 
is also very much better and consequently 
the price is higher (he plugs should 
either be soaked in lacquer thinner o1 
dipped for a few minutes in a degreasing 
tank then lightly sandblasted after each 
racing session. In cleaning plugs, every 
effort should be made to dig out every 
last particle of abrasive sand. New plugs 
for every race meet is not at all necessary 
If the heat range is right and if they are 
cleaned thoroughly and frequently plu 


| 5> 
will last much longer than vou would 
imagine. The ]-63R’s may be a bit cool for 
cold starts and even if they aren’t, it’s a 


good plan to use a set of ]-6]’s for warm 
ip purposes, provided no “hot laps’ are 
taken with them. For the best heat trans 
fer, plug threads and the plug holes in 
the heads must be kept clean and a good 
supply of new plug gaskets must be on 
hand. J-63R’s should be gapped to .020 in 
for long, fast races and to .025 to .028 in 
for slower events. [his is easily done with 
1 special ring type gapping tool available 
from Champion 

For general use, Champion ]-6]’s will 
vork quite well in modified Chevs 


Gap 
hould be .033 in. for average driving con 
litions. Again, plugs should be cleaned 
requently, about every 1200 or 1500 miles 
or best performance 

In both stock and modified Chevs plugs 
lave strong tendencies to become oil-fouled 
arty because of the plug location in the 
ombustion chamber and the fact that 
he plugs are on a horizontal plane, mak 
ng it difficult for oil in the plugs to drain 
sack into the chambers before it becomes 
aked onto the insulators and shells. The 
yndition is not helped at all by excess 
il that flows down the valve guide bores 
ubrication of the Chev topside valve geai 
s many times more than adequate. It is in 
lis area that we can forestall a portion 
f the plug oiling problem. Stock Chev “O” 
ring oil seals must be used on the valve 
stems. If single valve springs are installed, 
se '54 to '57 Ford-Merc neoprene “um 


(Continued on page 88) 
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SOCIETE S.E.V.—Ignition, Fu 
MARCHAL—Lamps, Light Un 
PARIS—RHONE—Generators, 
S.N.R.—Ball and Roller Bear 

e other top 
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{FOREIGN CAR PARTS 


CK IN U.S.A. 









AP PARTS 
HEPOLITE—Pistons & Rings KOLBENSCHMIDT—Pistons 
WELLWORTHY—Pistons & Rings ATE—Lockheed Brake Part 
JAMES—Valves & Guides ATE—Valves, Ring Sets 
TERRY—Valve Springs F & $—Clutches 

PAYEN—Gaskets & Oil Seais REINZ—Gaskets 

BORG & BECK—Clutches GREER—Oi! Seals 

| LOCKHEED & GIRLING—Brake Parts SWF—Winds &M 
FERODO—Brake Linings, Fan Belts FRESE—Burr 
LUCAS—Ignition, Lamps, etc GLYCO—Engine Bearings 
GLACIER—Engine Bearings HELLA—Lamps, Horns 
VANDERVELL—Engine Bearings BOSCH—Spark Plugs & Ignition 
RANSOME & MARLES—Bal! & Roller Bearings ENERGIT—Brake and Clutch Linings 

| WHITELEY—Water Pumps, Tie Rods, Universals WARTA—Batteries 
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| MONOPOLE-POISSY—Pistons, Rings, Valves 

| CURTY & Cie.—Gaskets, Oil Seals 
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TOUS LES COUSSINETS—Engine Bearings 
nly Dealers may apply for catalog SOCIETE FERODO—Brake Linings, Clutches, Ferle 


i | BECK DISTRIBUTING CORP. 
lan 72 East 131 Street, New York 37, N. Y. 
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Get Downt t o eed 


$135 will at you 0-60 in 15 seconds 
and 0-70 in 20 seconds 
Write ef letails t 
DOWNTON ENGINEERING WORKS LTD. 
Downton, Salisbury, Wiltshire, England F | ry] 1 S H E S 
Restores — Colors 
Protects Leather, 
Leotherette or 
Vinyl Plastic 


MINIATURE SPORTS CARS not a paint) impregnates 


from Solido of France. A collector’s must. Beautiful 
ready-built all-metal 1/43 scale with (of all things 























leather or Vinyl plastic up 


coil-sprir axles! Faithful replicas of Ferrari 500 holstery Won't chip r 
TRC, Porsche Spyder, Alfa Giulietta, Masereti GP : , 
Vanwall D’’ Jaguar, Mercedes 190SL, Thunderbird peel. Fadeproof—waterproof 
“lus 5 more coming in 1959. $1.49 each or 3 fer $4.25 Write for free information 
— a roe sogpege GORDON & CO color chart, and dealer loca 
exclusively a . . 
Dept. S6, 32 E. 59th St., New York 22, N. Y tion 











RAMCOTE, 1141 W. 69 St. 
Chicago 21, lll. Dept. sc 




















maser srnne owners! | | REUPHOLSTER with @ BRUSH! 


OTE 
RAM@ 


Renew dull fadec 
leather or Vinyl plastic uf 


holstery. Car, plane or boat 


seats, headliners, side 
panels will look new in any 
color Redesigr customize 
new interiors. You car 
change color too! Easily 
applied brush or spray 


RamCote Flexible Finishes 
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MALCOLM KONNER 
CHEVROLET 


New Jersey’s Headquarters for 


CORVETTES 






230-245-250-270-290 H.P. 
AND SUPER CHARGED MODIFICATION 
Any special equipment. All color com- 
binations. Also many fine used Corvettes 
and Foreign cars in stock. 





CUSTOM-DESIGNED a 
TONNEAU COVERS Plus 


Shipped anywhere in the Country 
Call or see 


BOB WASSERMAN 


America’s Leading Corvette Specialist 
FUEL INJECTION SPECIALISTS 
Try our specia! sports car service 


MALCOLM KONNER CHEVROLET 


473 BLOOMFIELD AVE e¢ CALDWELL, N. J. 
Phone CApital 6-6666 












































SEND 
SPORTS CARS ILLUSTRATED 
EVERY MONTH 


SPORTS 
Cz i FES estan » 





name 





address 





city zone state 





Check one: (1 3 years for $10 
[] 2 years for $ 7 
|} lyearfor $ 4 


In the U. S ts 5 


. ' sscs- 
sions and Canada 


Foreign rates: Pan American Union 
countries, add 50c per 
year; all other foreign 
countries, add $1.00 
per year. 

MAIL TO: SPORTS CARS ILLUSTRATED 

434 S. Wabash Ave., Chicago 5, IIl. 
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Prescription For Performance 
(Continued from page 87) 


brellas” on the valve stems below the 
spring retainers. These must be trimmed 
to clear the inside diameter of the springs. 
Use the stock Chev inverted steel cups 
(Chev part number 3836755) between the 
tops of the springs and the retainers if at 
all possible. These must be 
bright and cooled slowly in air to 
cracking and breakage at high 
engine speeds. If the lifters have two oil 
holes in the lifter body, one hole should 
be plugged with an aluminum rivet, care 
fully filing off the excess so the lifter will 
fit properly in the lifter bore. And, above 
all, knurl the valve guide bores. This op- 
eration in itself will reduce the oil flow 
past the guides into the combustion cham- 
bers by more than half. When all else 
fails, install new piston rings. If severe 
pug oiling exists, as it does in a great 
many Chev engines, it usually takes most 
of the above refinements to reduce the 
flood to a more sensible trickle and once 
the corrective measures have been applied, 
plug oiling will cease to be a problem. 
INDUCTION SYSTEMS 
\s everyone knows, the variety of special 


heated to a 
red 
prevent 


available for Chevs is 
practically limitless, There are manifolds 
for three, four, six and eight dual-throat 
carburetors as well as the stock 270 type 
rig for dual four-barrels. the 
stock Chev-Rochester fuel injection and 
a new, improved model of the Hilborn in- 
jector. All of these, plus a new one, as yet 
unreleased, that should work better than 
anything yet with the possible exception 
of the Hilborn unit. 

The new air-bleed Hilborn injector, to- 
gether with the new and larger | 13/16-in. 
diameter throttle the 
undisputed best for top end power de- 


induction systems 


There is 


bores, is currently 
veloped at higher-than-carbureted engine 
speeds. The | 13/16-in. throttle bores are 
suited for larger and stroked 
while the “standard” 13,-in. 
model improves flexibility and all around 
the smaller engines. The 
Hilborn is not without penalties. First, 


best bored 


engines, 
usefulness of 


it’s strictly for racing and is quite expen- 
sive. Second, it requires a good basic knowl- 
edge of the unit, plus a certain amount 
of driver education, to make it function 
as it should. During full throttle opera- 
tion at lower speeds, the air/fuel mixture 
ratio rich, and doesn’t 
begin to lean out toward more digestible 
ratios until about 4000 to 4500 RPM. Once 
the idiosyncrasies are understood and the 


is inherently very 


basic adjustments are made, variations in 
mixture ratio are the simplest and quickest 
ever. The new air-bleed injector nozzle 
heads are a great improvement in idling 
charcteristics and response to part-throttle 
The Hilborn also makes ram 
tuning a very straight-forward and _ rela- 
tively simple proposition 

The a large engine 
is a six carburetor double-log intake man- 
ifold. Actually, 
used to good advantage on any engine from 


operation. 


next best bet for 


these manifolds can be 
283 cubic inches on up by the simple ex 
pedient of using larger or smaller car- 
Six °56 Ford-Holley two-throat 
carburetors, each with a pair of | 1/16-in. 
diameter venturii, suitable for 


buretors. 
are 


most 
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the engines in the 324 to 351 cubic inch 
range. carburetors 
and can be used in completely stock con 
dition, the only exception being minor 
(usually .001 to .002 in. larger or smaller) 
the main metering jets 
Smaller engines require less venturii area 


These are excellent 


corrections to 


and here the carburetor to use is the late 
Stromberg EE-1. This is a replacement fon 
the '49 to '53 Ford-Holley. It contains two 
13/16-in. diameter venturii and an inte 
mediate jet that greatly improves part 
throttle operation. With good carburetors 
of the right size properly and identically 
rebuilt, and with a good throttle linkage 
arrangement, this type of manifold will 
produce excellent throttle response in all 
speed ranges, excellent torque characte 
istics and acceptable top end power. If 
the carburetor float are set from 
1/32 to 1/16-in. lower than stock specs, the 
engine will be as sharp through turns as it 
is on the straights. For obvious reasons 


levels 


this type of manifold is recommended for 
competition engines only and is not for 
street use. Attempts at ram tuning with 
this type of manifold are a complete wast« 
of time. It won’t work because it can’t 
work. With this manifold and the correct 
carburetor maximum power will be 
down from 10 to 20 bhp, as compared to 


the Hilborn injector 


size, 


The staggered four dual-throat carbure 
manifold 
tween 


tor transition be 
and 


racing. Correctly applied, this manifold is 


represents a 
those for street use those for 
fine for the smaller Chev engines but re 
quires fair-sized carburetors like the '56 
Ford-Holley to do the job, particularly in 
\gain, 
suitable for street use and no ram tuning 
benefits. 

Dual four-barrel carburetors and man 
ifolds are best left on stock Corvettes. The 
carburetors can be made to function prop 
erly but they lose their edge rather quickly 
and are generally a nuisance to work on 


the higher speed ranges. not too 


Besides, they are certainly not at all the 
best for street use and the top end power is 
down a considerable margin from thos 
types discussed. 

By far the best induction system for 
street machine is the Chev-Rochester fue 
injector. And they are by far the most ex 
pensive for the purpose. A large, well mod 
ified bored and stroked Chev engine wit! 
the late Rochester 
calibrated for the increase in displacement 


injector, suitably re 


represents a combination that is extreme] 
difficult to improve upon. It is very flexible 
smooth, it idles well, it is economical t 
operate and throttle response is immediat« 
and razor sharp. Even from 1000 RPM i 
high gear, the part- or full-throttle torqu 
produced by such a combination is vei 
impressive indeed. However, the Rochest« 
injector is not well suited for racing wit 
a modified engine because air flow restric 
tions within the unit severely limit max 
mum power. 


Next best in the street category is tl 
balanced triple manifold using three dua 
throat carburetors. For the best overa 


results, progressive linkage is highly a 
visable, Carburetors should be either Che 
Rochesters with | 3/32-in 
turii for smaller engines or the Stromb¢ 
Rocheste 


16-in. diamet 


diameter v¢ 


replacement for these same 


The Strombergs have | 3 


al 








venturii and work better with large 
engines. 

While we are on the subject, it seems 
advisable to point out that the ancient 
Stromberg 97, 48 and 8&1 carburetors (7) 


are best left to those who wish to convert 


them for alcohol and nitrated fuels. While 
they 


may (01 been ac 


may not) have 
ceptable by standards 20 years or more ago 
they must now be regarded as anachronis 
tic throwbacks to the dark 
Merely re_ plentiful 


and cheap are certainly no recommenda 


automotive 


ages because they 


tions to 


them on an otherwise 


they 


use good 


engine when aren't fit for use on a 


stock wheelbarrow. On the contrary, then 
availability and low price seems to in 
dicate that, finally, after 24 years they 
might just possibly be going out of favor 


Hooray!! 


Under certain favorable conditions, the 
Chev engine is quite receptive to ram tun 
ing. Of course, the most advantageous con 


dition is an individual fuel and air supply 


for each cylinder, isolated from those of 
other cylinders by interconnecting pas 
sages, as typified by the Hilborn injectoi 


The Hilborn has 
of short risers in the throttle body castings 
which 


the distinct advantage 


permit experiments to be 


speed 


carried 
The 
Chev responds nobly to variations in ram 
tube the 


uut over a very broad range 


length longer tubes increasing 


the torque while shorter tubes increase top 


end power, just like the book says they 
should The power llcrease on the top 
end, due solely to ram tuning, is usually 
worth about three percent, or about 12 
bhp at 6000 RPM for a large engine and 
about nine or ten bhp between 6500 and 
7000 RPM for a small engine, With the 
Reventlow Scarab Chevs, some tests were 


run on the dyno to see if maximum powe1 
ind maximum benefit from ramming could 
the engine 
without violating a clean hood line 


possibly occur at same speed 
Every 
thing fell together very nicely. Maximum 
RPM, which 
length of 1014-in 
measured from the top of the bell-mouthed 
ube to the head of the intake 
is interesting to that this 
stroke plus the l4 in 
head to the the 


comes within 114-in 


power was obtained at 6000 


required a ram_ tube 
valve. It 
note distance 
plus the crankshaft 
the 


rom valve 


top ol 
piston 9 
ff that recommended by Colin Campbell 
n his book “The Sports Car” 

Strange as it may seem, a balanced triple 
nanifold the stock 
nanifold can both be 
Ihe passage lengths in both 
ianifolds and the height of the carbure 
ors eliminate the possibility of ram tuning 


at top centel 


and dual four-barrel 


ram tuned to a cer 


ain extent. 


xy maximum power but the ram _ tube 


neth can be made to resonate satisfac 
rily at maximum torque peaking speed 
he trick with the triple is to make the 
im tubes over 


the 


the carburetors two inches 


1orter for than for 
1e end ones. Less effective but still meas 


rable, 


center carburetor 


ramming the dual four-barrel re 


uires very large diameter ram _ tubes 


hich are not as efficient as small ones in 
flecting resonant pulses 

Effective valve timing, ram tube length 
nd diameter are the three most important 
ictors in induction 
vith a 


iree 


ram tuning, together 


suitable induction system. These 


variables 


encourage individual ex 


(Continued on page 90) 








were captured by two tiny 750cc Fiat-Abarth 
coupes, entered by Franklin D. Roosevelt, Jr. in 
the final event of Marlboro Raceway’s 758 season. 


’ , e : Champions! 
Already credited with three Italian grand touring fie « dee 20 
championships and SCCA Class I production car Sports Roadster with 
racing acceptance, this thorough-bred blending Body by Allemano 
of Fiat reliability, Abarth performance and lh ta = aa ror 
Zagato coachwork artistry offers enthusiasts a 750cc Engine, winner 


genuine competition car without the high prices, 


paces A ‘ ri ania 
untractability and inflated maintenance charges pee — —— 
attached to big-bore machinery. With twin bub- mpg 50.4 


ble, all-aluminum body. Modest price, $3,640 p.o.e. 








Two More FIAT 


of Mobilgas Test Run 











Roosevelt Automobile Co.. Ine. 


Importers and Distributors 
2825 V STREET, N.E., WASHINGTON 


Fiat-Abarth 
18, D.C 





CAR CLUB BADGES 





MADE TO ORDER 


For estimate, send sketch or 
idea and approximate number 
of badges you'll need to: 


CHARMANT IMPORTS 


Garden City 42, New York 





Send $1.00 to Dept 
for complete super- 


Sci 


UAiAGy 


— Aual Flow charging information 
; plus LATHAM Decal. 
Supercharger Name Your Engine 


FOR STREET OR COMPETITION 


LATHAM MANUFACTURING CO 
Box 165 West Palm Fl 























ee pLip- yp BUBBLE SHIELD ror 


BELL 


Retains a f the perationa 


f characte 
de but has the added featur f 

signed for extreme f ren 
always ready for immediate use. Fit 
after simple installatior f pivot ¢ 
adhesion (no drilling necessary) res 
nside f helmet. Comes »mplet 
s available in 4 t ations as te 


STREAMLINE BUBBLE SHAPE REDUCES DRAG 


AND TURBULENCE 


OPTICAL QUALITY, DISTORTION-FREE MATERIAL 


SHATTER-RESISTANT 


STRONG COMPOUND CURVE SHAPE DEFLECTS 


FLYING OBJECTS 


BEADED VINYL EDGE TRIM FOR EXTRA SAFETY 


TESTED AT OVER 200 M.P.H. 
LOW PRICED 


CLEAR $7.95 


CLEAR with SUNSHADE 8.50 


Approved by all Racing Associations 


See your Dealer or write direct to 


AUTO PARTS, INC. 
=j/3 88 LUdlow 7.5223 


3633 E. Gage Ave., Bell 85, California 


TINTEL 
TINTED with SUNSHADE 


SOOTX HELMETS 





BELL 500TX HELMET 
WITH VISOR - *38°% 
WITHOUT VISOR - °36°° 


QO 


























I'm walking 
on 
alr... 











Just had my annual medical check- 
up. (Smart move.) I'm making out 
a check to the American Cancer 
Society, right now—that’s a smart 
move, too. 


Guard your family! 
Fight cancer with 
a checkup and a check! 


AMERICAN CANCER SOCIETY 

















y r\P 
Ve-assol” 
Invites membership in its world wide \ 
Sports Car and racing enthusiast Membershi 
clude 4 ¢.’s Dash Plaque Member Car 
Decal Insignia; Assoc. News. Organized r 
motion and recognition of owners, driver wer 
of Sport and Race car with potential ati 
Sports Car & Racing Clubs throughout tl we 
You don’t have to own, drive, or race 
International Membership 
JOIN NOW by mailing application for approval 
too $5.00 membership fee 
i — == a oe 
| please print 
deen 
| Addre 
| Indicate your interest 
| Rally Concours Race } 
| Car Model y 
| Mail to ISCARA, Box 4127, Riverside, Calif 
| 











Sensational New Concept in 
Sports Car Shift Knobs 


A new experience in comfortable and 
quick shifting. Polished aluminum fin- 
ished in ‘‘Alumalite.’’ For Jaguar XK- 
120, 140, 150, 2.4 & 3.4, Triumph TR-2 
& 3, MG-TC, TD, TF & “A”, Sprite, 
$2.65. Specify make and model. Send 
for catalogue of other items. 


KAL KRAFT PRODUCTS 
Box 1213, Rt. 5 Studio City, Calif 








__ 
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Prescription For Performance 
(Continued from page 89) 
periments for the most effective overall re- 
sults. About the only penalty one must 
pay for reasonably efficient induction ram 
tuning is a slightly higher fuel consump- 
tion but no more than is necessary to offset 
the power gain. Ramming a Chev upsets 
the most populai conception of induction 
ram tuning which seems to be that the 
benefits of ramming are pinpointed within 
a very narrow engine speed range. This 
may be true with some types of combustion 
chambers but with a Chev rammed for 
6000 RPM, the effects become distinct at 
about 5000, strongest at 6000 and fade off 
at about 6800 RPM. This is a considerably 
wider range than is generally believed to 

be possible. 


EXHAUSI 
An efficient 


SYSTEM 

system much 
more than expel burned gases and make 
noise. As explained earlier, long valve over 
lap periods are out of place in a Chev so 
far as any reasonable scavenging effect is 
concerned. A good substitute for cylinder 
scavenging is an exhaust system that makes 
the most of the inertia of the departing 
gases to draw out the exhaust gases that 


exhaust does 


ordinarily remain, and to induce the in 
coming air/fuel mixture charge into the 
cylinder at a faster To accomplish 
this most efficiently, the exhaust system, 
like the induction system, must be tuned 
for the effective 


rate. 


valve timing and the 
length and diameter of the pipe used, A 
photo shows the exhaust layout used on 
the Scarabs, which was the result of a 
great amount of experimenting. The in- 
dividual pipe from the header 
flange to the point where it joins the col- 
lector pipe is 32 inches. This length plus 
three inches from the flange to 
the top of the piston at top center also 
agrees with Colin Campbell’s figures for 
maximum ram effect at 6000 RPM within 
one inch, which seems somewhat more than 
mere coincidence. Pipe diameter is 1 11/16- 
in. inside. Both larger and smaller diam- 
eter pipes were tried but the 1 11/16-in. 
diameter (134-in. outside diameter) proved 
most effective. The collector pipe is 43-in. 


iength 


heade1 


long is is 3-in. inside diameter. Engine 
performance was measurably better with 
the collector pipe than without it. This 
exhaust system gained 12 bhp at 6000 
RPM over the next best layout and about 
30 bhp at the same RPM over the worst. 
While fairly large header pipe diam- 
eters are required for larger engines, 154-in. 
O.D. pipes are fine for small engines. The 
idea here is to keep the exhaust gas ve- 
locities, and consequently the inertia of 
the gases, at a high level for the best 
cylinder scavenging and intake charge in- 
ducement. The characteristics of individual 
engines may well require variations in pipe 
length but if at all possible, the engine 
speed at which maximum induction ram 
effect occurs should coincide with that 
produced by the exhaust system. 


CLUTCH AND FLYWHEEL ASSEMBLY 

The stock Chev pressure plate assembly 
is automatically with a 
modified engine. It can, however, be re- 
worked with heavier springs and will per- 
form quite satisfactorily, The only prob- 


vetoed for use 


SPORTS CARS ILLUSTRATED/JUNE 


lem, and a serious one too, is that stock 
pressure plates distort, ciack and even 
tually explode under heavy spring load 
ings, and the same can be said of stock 
flywheels. The two best bets are a flywheel 
of either steel or aluminum and either an 
aluminum or a semi-steel pressure plate 
The decision to use either the lighter 
aluminum or heaviet 
assemblies must be worked out with the 
chassis requirements. Sometimes, and pat 
ticularly with a heavier car, the highe: 
inertia of the heavier flywheel and pressur¢ 
plate can be used to very definite advan 
tage. Or perhaps the combination of a 


steel and semi-steel 


steel flywheel and aluminum pressure plat¢ 
will work most favorably. 

The choice between the straight spring 
loaded Borg and Beck pressure plate and 
the semi-centrifugal Long-Ford type is a 
tossup. The former give equal bite at any 
engine speed but require relatively heavy 
spring loads to contain engine torque and 
consequently, have rather high pedal pres 
sures, which is no real problem with a 
hydraulic clutch release cylinder. Correctly 
adjusted, this type of pressure plate has 
no clutch engagement or release problems 
The semi-centrifugal Long-Ford type as 
semblies are sometimes plagued by not 
releasing properly at high engine speeds 
But this is merely a matter of adjustment 
Occasionally, these units slip at lower en 
engine 
speed has not permitted the centrifugal 
weights to extend themselves fully and 
thus augment 
about time that 
developed a simple 


gine speeds because insufficient 


the spring pressure. It’s 
someone in this country 
inexpensive, explo 
sion-proof, multiple-disc clutch assembly 
that would fit in existing spaces. 

There are two basic types of clutcl 
disc: those with spring-loaded hubs anc 
spring-cushioned disc faces and those wit! 
solid hubs and solid disc faces. The spring 
loaded and cushioned varieties are foun: 
in passenger cars and are the most satis 
factory for The solid typ 


disc is primarily for competition and 1 


general use. 


a real bother in traffic. Release of th 
clutch is usually accompanied by som« 
chatter and a very decisive final engag« 


ment. This type can be quite difficult o1 
gearboxes, driveshafts, U-joints, axle shaft 
and the like, particularly when startin 
from a standstill. 

The flywheel 
sembly must xX-rayé 
and must be balanced as a unit. It’s neces 


and pressure plate as 


be magnafluxed o1 


sary that this assembly be reinspected 
quite frequent intervals fox 
cracks, heat checks, etc. 
to allow for the admission and expulsio 


distortio! 
It’s a good pla 


of air in the bell housing to attempt 
minimize clutch problems generated | 
heat. 


FINAL 


one 


LUNING 
When familiar with tl 
engine and its requirements under varyil 


becomes 


conditions, final fine tuning can be « 
fected in short order, Plugs, carbureti« 
and ignition timing are the three variab! 
that can combine to make a sharp engi 
out of a dull one, assuming the gear rat 
is correct tor the race course. Short, twi 
ing, relatively slow courses place empha 
on good mid-range performance rath 
than sheer top end power. For these even 








the air/fuel mixture ratio should be just 
a bit on the lean side for sharp throttle 
response but not so lean as to encourage 
detonation. An air/fuel mixture ratio of 
from 12.7 to 12.8 to 1 at full power, full 
load is about right for short courses. In 
no case should the mixture be leaned out 
more than 13 to 1. At the same time, a 
steady speed cruising mixture ratio of 15 
to 1 is advisable. When this has been ob- 
tained, the richer mixtures required fon 
maximum power can be regulated by 
changes in the power system rather than 
the main metering jets. [This applies to 
American type carburetors 
not to Webers, Solexs or the Hilborn in 


conventional 


jector. Weber and Solex carburetors have 
no power system as such, so the mixture 
must be regulated by the main metering 
jets, the emulsion tubes and the air co1 
rection § jets. Satistactory mixture ratios 
with the Hilborn can only be obtained 
when the engine is under full load from 
about 4000 RPM on up 

Ihe slightly leaner mixtures for short 
course work should be accompanied by an 
increase in spark advance. If the ignition 
has been set up as described and the exact 
amount of total ignition advance is known 
this becomes merely a matter of adjusting 
the initial spark advance with a timing 
light. Don’t get carried away here; adjust 
the ignition in increments of two crank 
shaft degrees, taking care to observe a 45 
crank-degree maximum limit 

For fast courses where maximum powe) 
is used for an appreciable length of time 
a full throttle mixture ratio of 12.5 to | is 
definitely recommended. Again, the steady 
speed cruising mixture should be close to 


knock the 


spark advance back to a maximum of 40 


15 to 1. For these conditions 
to 42-crank-degrees. Richer mixtures are 
slightly more prone to detonate under high 
compression ratios 


There 


to overgear a car for racing 


exists strong general tendencies 
Performance 
under such a condition can hardly be 
sparkling, no matter how good the engine 
and chassis may be. A road race machine 
a drag strip car o1 
type of chug ail 


a daily transportation 
better if the 
ratio is fairly low nu 


pertorm 
rear axle geai 
merically high) . Racing sports cars should 
be geared for the best performance going 
into and emerging from turns because 
this is where the car will spend the ma 
jority of time on the course. Sometimes 
lifting 


the throttle foot a bit in order to observe 


but not always, this may require 


maximum 


engine speed limits on the 


straights. It must be remembered that 
while a lower gear improves acceleration 
t also improves the ability of the car to 
low down when the engine is “on com 


"Nuf said? 
While we expect a racing engine to per 


yression” with a closed throttle 
orm, we can’t expect it to last foreve 
\ modified Chev engine should be com 
letely disassembled and thoroughly in 
pected after every 400 to 500 racing miles 
\ll parts that look doubtful should be 
eplaced without question. Rod and main 
earings and piston rings should be re 
iewed at each teardown. An occasional 
nagnaflux and x-ray inspection of majo 
components is definitely advisable. Piston 
combustion chambers and valves must be 
cleaned and 


thoroughly inspected for 


(Continued on page 92) 


“A Sailboat that Performs like 





performance like an ocean 


ready-to-assemble kits. 
Write now for full details. 


ALCORT, INC. 


Dept. SCI-659, P.O. Box 1345, 


Waterbury, Connecticut 


a Thoroughbred Sports Car.’ 


“You wouldn’t think a sailboat would handle like 
a spirited, finely-tuned sports car. But the Sailfish 
does just that... yet she’s quite simple to sail. This 
unique balance of easy handling and fine perform- 
ance make Sailfish the ‘sports car of the sailboat 
world.’ A wonderful boat for fun and relaxation.” 


S&, Ly Champion Racing Driver 


No question about it: for sailing thrills, 
racer—plus Y 
ease of handling and swampproof safety- 
you just can’t beat the Alcort SAILFISH. 
Fast, safe, portable and economical... 
you save even more money on complete, 


n 


P failtich 


















Cuff Links 
$4.95 


Ever popular personal occessories 
for most cors, in brilliont jeweler's 
glass enamels and chrome 


= 


The arges! stock of imported metr 





and whitworth tools in the East 


C-( 


Al woys immediote delivery 





Badge Bars 
Individually designed bodge bors Stoneguards 
for most mokes ond models cors Headlamp $10 50 ‘pair, in sizes 


from vintage Rolls-Royce to VW 
Plain models, $12.50 
Spotlamp-mounting, $18.50 


from 6* Corvette to VW ovals. 
Spotlamp $7.95 each 
Specify make ond model 


All prices postpoid Send for free illustrated catalogue 


WI LC® Box 1128, Rochester 3 N Y 























RVIAN 





ISKENDERIAN 
The world’s largest designer and manufac- 
turer of Racing Cams and Engineered Valve 
Gear Components has now available — in 
stock a complete selection of grinds for 
both street and competition use 


ALL MAKES — ALL MODELS FOREIGN 


and AMERICAN SPORTS CARS 
PARTIAL LISTING: 





Austin-Healey Porsche Jaguar Volvo 
Volkswagen Triumph Simca MGA 
MG (TF TD) Maseratti Ferrari Siata 
Alfa Romeo Renault Bristol Fiat 


IMPORTANT: For your cam and valve gear prob- 
lems we now have a Technical Assistance Dept. 
to aid you. This service is absolutely FREE. 


“VALVE TIMING FOR MAXIMUM OUTPUT” 
Here is a completely authoritative and in- 
formative book that can save you hundreds 
of dollars and hours of fruitless labor 

New Revised Edition still only $1.00 


ED ISKENDERIAN 


607 No. Inglewood Ave. 















Dept. SCI, Inglewood, California 








SPORT 








CAR 
CLUBS! 


Be sure to receive special 
announcements of interest 


to members of your club. 


Print the name and address 
of your club and your 


secretary S name on a 





government postcard and 
mail today to: 
SPORTS CARS ILLUSTRATED 


One Park Avenue, 
New York 16, N. Y. 
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Prescription For Performance 
(Continued from page 91) y 
cracks, overheating and for signs of det- ditioned experts. This is the one engine } 
onation. Lap the valves in to make sure available to us with which no apparent g 
they are seating and sealing properly. Look wrong can be done. Who said “Made in : 
for wear and tear in the more unlikely U.S.A.” was a blight on the automotive 
places too, like the rocker arms and valve landscape? 
stem tips. Inspect for bent or worn push- 
rods, cracked or galled lifter faces and cam PISTON DISPLACEMENT CHART 
lobes. Measure the valve spring pressures. Year Bore (in.) Stroke (in.) Cu. In. 
Clean and inspect the ignition and induc- ‘D5 - 56 334, (stock) 3 (stock) 265 
tion systems. Examine the oil pump and 060 3 274 
FOR IMPORTED CARS the pump drive shaft. Even inspect the 37%, 3 283 
oil pan for cracks and leaks. In short, check 374, 3Y, 306 
everything and be very t ‘ iP: 37 33 318 
Tailored & Washable Corduroy Terrycloth . 8 ‘ we : . horough about at. ” ” Aes ¢ ss ec 
VW, MGA, TF 2 front seats....11.95 9.95 There is now little or no doubt at all 98 3 330 
VW back seat... eee. 9.95 that the Chevrolet V8 engine cenuine 57 - °59 37% (stock) 3 (stock 283 
VW SET (front & back 1 seats) 21.90 17.90 . : . ek eee ly - sn 37, | . ‘ 909 
PORSCHE, GHIA 2 front seats 13.95 11.95 has the potential of being a world-beater, 374 + .060 3 292 
MG-TD, TR's, HEALEY, FIAT Properly modified it has triple > actus oes 1 3 301 
Big Re a gy | ec ith 1S tripled the actual irl a te 
RENAULT DAUPHINE, VOLVO output of the first Chev V8 passenger cat 4 314 324 
<Terrycloth only). .. 2 front seats........s00 9.95 engine. And its continued development , . t 334 339 
MERCEDES 190SL, JAGUAR : ; pte 
XK-120-140 Aaety 11.95 never ceases to amaze even the most con f 3I% 351 
Specify MAKE, MODEL, YEAR CAR, COLOR IN 
TERRY: Blue, Silver, Charcoal, Red, Beige, Kell 
Green, Maize. IN CORDUROY: Red, Blue, Silver 
Toast, Charcoal, Camel Alfa Spider Sedan ALFA-ROMEO 2000 He 
Postpaid if remittance accompanies order. California SEDAN and ROADSTER Hi 
residents add 4% tax. (Dealer inquiries invited . . a m 
> Pp 2 , + 
(Continued from page 57) Peed Tat OE «ox os ccacenss oan Sedan—NA se 
EDITH’S SEAT COVERS U.S. Importer: Roadster—$4,998 clo 
P Hoffman te 
P.O. Box 1221, Bakersfield, Calif. og a S| ma. 
New York 22, N. Y. 
9130 Wilshire Blvd. 
SPECIFICATIONS Beverly Hills, Calif. 
BRITISH MADE ACCESSORIES pina Gent: fan — 
YDO (OF MAME)... ww. ccrcacecs n-line water-coole our 
FOR MOTOR CARS WREUE SPNAEOM oo cs ces cones Chain driven dual overhead 
camshafts 
FOG & Bore & Stroke........... ... 3.33 x 3.46 in (84.5 x 88 mm) 
Stroke/Bore Ratio ...... were. g| 
SPOT LAMP Displacement ............... 120.4 cu in (1975 ec) 
$6.25 Compression Ratio ...........8.25/1 
. ea. CPOE OF ccc ceccecwns (roadster)—Two Solex twin- 
2 for $12.00 choke side draft 
bracket & wire incl (sedan)—One Solex twin choke 
; down draft 
Long a favorite in St eer Pee 105 bhp @ 5300 rpm 
gas oe last — , ie errr 112 Ibs-ft @ 3500 rpm 
ere row a wide fiat S 75 
beam, compact size 414” dia. 3” depth. For use Idle Speed ............... 750 rpm 
singly or in pairs amber or clear lens 
Badges, Silverstone, Le Mans, Mille Miglia.$ - 25 ea DRIVE TRAIN: 
Badge Bar, Chromium over solid brass 2.50 com : : * 
NEW . Confederate flag... Fired enamel +3 50 Transmission ratios overall ratios 
prices postpaid with cash send for our catalog a e thee ress 
civ Mites RT | || | deiR cadens eset sessessae ( y 
HARLECH IMPORTS = °'%,, 5, Nacraanse Ror wobars (ceca eee 1.36 ( 6.50) seq 
Peres 1.00( 4.78) ies 
, OOO EL Oe 0.85 ( 4.07) oe 
Final drive ratio........ 4.78( 5.12, 4.55 optional) be 
Axle torque taken by radius arms and A-frame anc 
kits 
CHASSIS: nar 
JACKET PATCHES SE RS DER Ae 107 in ter 
Tread, front and rear .......55,54 in j 
Swiss Embroidered 3" Emblems in Authentic Colors Front Suspension ........... Jadeneniiiet, coil springs and Pic 
Alfa, Austin Healey, Corvette, Jaguar, Mercedes TR wishbones, anti-roll bar & 
MG-(red, green, blue, black), Volkswagen, Volvo Rear Suspension ............. Rigid axle, coil springs, lower tio’ 
< " radius arms and centrally 
“O @ K ‘os sa @2 located upper A-frame sto 
Shock absorbers ............. Telescopic cot 
ON FN a 6 oibc.c wdc cadens Worm and sector 
Steering wheel turns L to L...3% ro 
Turning diameter, curb to 
® .00 ea., ~ @ Youve a ae > a ae ee 34 ft | 
| i a ee. Gee Girling two leading shoe front, 
ez} SAVE! 3 for $2. 50 ppd finned aluminum drums | E 
Brake lining re .. 264 sq in ri 
PORSCHE (Only): $2.00 ea. - 3 for $5.00 ppd ae P .. 165 x 400 | 
Satisfaction Guaranteed or money | 
Re salee tas, NO. COD.s, Dealer GENERAL: 
inquiries invited. Write Dept. S¢ (sedan) (roadster) t 
im” SPORTS CAR CENTER. INC. OR er 186 in 177 | 
5617 Reisterstown Road e¢ Baltimore 15, Maryland Width ee 67 in 65 | 
NS i in cs a ig «kok ees 57 in 52 | 
Le a, 2880 Ibs 
Weight, as tested ..... ee | 
Weight distribution, | 
F/R as tested ..... mereee gk, 
RALLIES ARE FOR FUN! PE OIE hiv ico kc owes saws 15.8 U.S. Gallons | 
B s ce to win a trophy. Why fight with average s | 
dl Aragorn a sept with the Polart avecies RATING FACTORS: | 
Speed Tables (sedan) (roadster) 
Instantly give you correct time for distance trave ‘lied Specific Power Output....... 0.87 bhp/cu in 0.96 | 
Handy pocket size book covers 19 0 to 50.9 MPH Power to Weight Ratio....... 27.5 Ibs/hp | 
Se ene ere eee Piston speed @ 60 mph....... 1840 ft/min | 
PO LART Braking Area ...........; .. 183 sq in/ton 
: . Speed @ 1000 rpm in top 
20115 Goulburn Ave. Detroit 5, Mich. cote Ra Ian 18.8 mph 
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4I-Fl FANS! KIT BUILDERS! 


Jere are two new Ziff-Davis Annuals 
hat will save you money, add enjoy- 
nent to your hobby. 


now on sale at your newsstand 
—or order by mail today! 


SO artictes -tor betier hi-ti 


“Hifi 


STEREO 
on a budget 


Isso 
GUIDE & 
YEARBOOK 





1959 HI-Fl GUIDE & YEARBOOK 


Here’s the perfect basic guide to hi-fi! The 1959 
Hi-Fi Guipe & YEARBOOK gives you tips on buying, 
mproving, and using systems and components— 
facts on speakers, preamps, tuners, controls, en- 
losures, and stereo. Also features articles on 
tapes and complete listings of the year’s best 
ecordings. Only $1.00 





ELECTRONIC KITS—2nd Edition 

By popular demand, here’s a completely new 
sequel to last winter's most sought-after electron 
cs publication! This big, money-saving Annual 

vers do-it-yourself kits for hi-fi, workshop, home 
and ham shack. Includes a complete directory of 
kits — specifications, prices, and manufacturers’ 
names. This 2nd edition of ELectronic Kits is a 
terrific buy—only $1.00 


Pick up your copies of the 1959 Hi-Fi Guipe 
& YEARBOOK and ELEctronic Kits—2nd Edi- 
tion today at your newsstand or radio parts 


store—or order by mail, using this handy 
coupon. 


oe ee  - 


| Ziff-Davis Publishing Company 
Department S6/9 
434 South Wabash Avenue 
Chicago 5, Illinois 


| 

| 

bs 

| lease send me a copy of 1959 HI-FI GUIDE 

l & YEARBOOK ELECTRONIC KITS 2nd Edi 
on. | enclose $1.00 per copy, plus 10c to 

| over mailing and handling charges (Canada 

| and Foreign, $1.25 each, plus 10c postage) 

| 

| 


l a obecsesocceesccsesccccsceseecocsuessoevecceccrees 


(zone) (state) l 
j 


ees es ee eae es eee cee eens eee 











Brooklands 500 


(Continued from page 69) 
Denly 
Eyston’s supercharged Midget, retired with 


who had been leading on George 


a broken piston after three and a half 
hours, letting Horton through to first 
place. With the added responsibility of 


Horton maintain his lead 


tion, his Jack of all trades became more 


seeing posi 
harrassed and overwhelmed than ever, but 
not for long. Eyston, with nothing left to 
occupy him at his own pit 


moved in on 


Horton’s, complete with full personnel, a 


man for every chore 





under the management of an 
rival, Horton and 
Bartlett went on win at 96.29 mph average 
than the 
previous year’s Indianapolis winning speed 
This Midget 

The 
few 
500 


Thus 
eliminated codriver 


a fraction of a mile slower 
remember, was a seven-fifty 
1932 event produced one of the 
really close and thrilling finishes in 
The excite 
ment evidently was too much for the pub 


annals. novelty of such 
who, when the final 
hair, identified the 


actually had neve1 


lic address announcer 
hung by a 
that 


decision 
leader as a Car 
even started 

Indispensable as it was, for reasons al 
ready explained, the handicap factor was 
also the 500’s the 
that it made the whole thing too difficult 


for the inexpert to follow 


worst enemy in sense 
\t any given 
stage of a handicap race, of course except 
occasionally for a brief spell near the end 
there one by virtue of 


are two leaders 


actual distance covered, the other in terms 
of comparison between his theoretical and 
But all like 
doubletalk to but sea 


Female spectators in particular 


realised speeds this sounded 


so much anyone 
lawvers 
I used to find, were liable to gaze glazedly 
the first half-hour or so 


fact 


into space alte 
resigned to incomprehension of the 
that 


boarded as 


although an Austin 7 was score 
covered thirty 
Napier Railton, the 


and the 


having more 
latter 


was nowhere 


laps than the 
was leading forme) 
But if the 


hour on the 


500, for fifty-nine minutes per 
easily maintained its 
British 
it was intermittently galvanised 


average 


place as the dullest race on the 


calendar 
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We sell the finest of 
sports car accessories 
—each item carries our 


f j 
, 4 money back guarantee. 


C Heck Keuar 





*10 years experience in competition spcrts car races 
We are the sole distributors for 

REMCO products in the U.S.A. and Canada 
DEALER INQUIRIES ARE INVITED 


SPECIAL THIS MONTH 


GRAND PRIX 
GEAR SHIFT KNOB 


Made to the same specifications 
as the shift knobs on the Ferraris 
and Maseratis. Smooth and com- 
fortable shifts solid brass 














triple chrome plate. 1142” diam. internal 
threaded. Only 3.65 each for Austin Healey 
Sprite Triumph — M.G Jaguar Cor- 
vette Volvo Porsche W. Renault 
and others state make and model. 
Send for illustrated catalog only 50¢ 


refunded on first order 


TOPTEX 


HELMET (Racing 
Used by police of- 
ficers, industrial 
guards and racing 
drivers. For com- 
petition racing 
with full wrap- 
around nylon har 
ness. Approved for 
competition by 
Snell Memorial 
Foundation and 
Sports Car Club of 
America 


Helmet complete (with visor) 33.25 


Dealers inquiries invited for 
the 11 Western States 

SPRITE DOOR PULL 
A blessing — can be 
operated by pulling 
up or pushing down 

replaces hard to 

hn 
parts and instruc- 
tions — specify color 
of upholstery ; 
Complete Kit only 4.95 pair. 
NIGHT DRIVING 
GLASSES 

special mirror reflec- 
tors. Terrific for night 
rallys. Try them ne 
week if not com 
pletely satisfied—money 
refunded. Made in Italy 

















reach door handle 
Cable trimmed in 
leatherette to match 
car—kit includes all 

| use them myself every 

night. It’s amazing the ‘ j 
way they break up head- 

light glare with their 

with case 


only 5.95 pr. 








pe. apd 

Ve or a eae ae a 

a. ii 
RALLY COMPUTOR 

Just a push on the sliding plastic insert is all 


that’s necessary for all the information you 
need Shows speed M.P.H. and tin 
the best BUY on the market today! 


Complete 1.95 














Send cash, check or M.O. All mail orders postpaid 
(No C.0.D.'s please.) In California add 4% sales 
tax. Send to Dept. S-1, S-3. 
DEALER INQUIRIES INVITED 
Chick Leson’s 
AUTOSPORTS, Ltd. 


4051 Broadway, Oakland, California 

















UNI-SYN 


Multiple car 
buretor syn 
chronizer. For 
all multiple 
carbureted ir 
ported cars. A 
mechanic's 
right arm and 








tuner 
assurance 
$9.95 
SPEED BALL 
SHIFT KNOBS 


Polished aluminum, 
sturdy grip. Threaded to * y 
fit most cars, $2.25 each a, A 
MG CREST knob, $2.25. - 


Gearshift extension 


for Renault, VW — a 

& Porsche, $1.35. 

Knob and extension, $3.50. 
Chrome knobs, $3.65. 


Sa 
ay’s 
SPORTS CAR ACCESSORIES 


60551 Melrose Ave., Dept. S 
Hollywood 38, Calif. 














Add 4% tax in California 




















Sensational 


NIGHT DRIVING GLASSES 


You can take my word for it these night driving 
glasses with see-thru mirrored reflectors really deflect 
the lights of on-coming cars — I’ve been using mine or 
the freeways and during rallys. I think they are bet 
ter than any other night driving glasses costing five 
times as much. Try them for one week and if you‘re 
not completely satisfied I'll refund the entire cost! 


Night driving glasses—case included 
Send cash, check or M.O. (no COD's $ 
please) to Dept. S.C. 4 

only #e 


Chick Leson’s 


AUTOSPORTS, Lid. 
4051 Broadway, Oakland, California 














VW STROKER KIT ® 
GUARANTEED NOT TO BREAK 





This Volkswagen Stroker Kit was developed for street 
or race use — not just a welded crank but a precision 


machined billet. With stock bore, 4” stroke 79 cv 


in., $199.50. 2” stroke = 86.5 cu. in., $237.50. Kit 
includes pistons, rings, rods (exch.), inserts, cam (re- 
ground for street or race, exch.) Send 25¢ for complete 
dynomometer curves on Volkswagen engines. Write 


Dept. S.C. 


WEBER TOOL CO. 


2990 Ramona Bivd. Los Angeles 33, California 
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Brooklands 500 


(Continued from page 93) 


by drama. And tragedy too, alas. Worst 
of its disasters was the crash that killed 
Clive Dunfee in 1932. Second in partner- 
ship with Sammy Davis in '29, then co- 
winner in 1931 with Cyril Paul, Clive was 
paired the following year with his brother 
Jack at the wheel of the fastest and hair- 
iest car seen to date in the 500. This was 
the celebrated Old Number One Bentley, 
but refitted for the BRDC date with an 
8 litre engine. In trying to pass another 
car at the top of the Home Banking, 
Clive put the Bentley into a gap that was 
less than a Bentley wide, ran his offside 
wheels over the edge, and lost control. Old 
No. 1 was catapulted into space, tearing 
down half a dozen of the trees that fringed 
the banking. Dunfree was thrown out onto 
the concrete. Some idea of the steepness 
of the Brooklands turns can be gathered 
from the fact that to reach Dunfee’s body 
and retrieve it from the path of oncoming 
cars, officials on the spot had to be lowered 
from the top edge with the aid of saplings 
the Bentley had uprooted. 

The following year the 500 claimed 
another victim when a Midget driven by 
an unknown called Watson unaccountably 
looped the loop on the level between 
the Byfleet and Home Bankings, suffer- 
ing total destruction by impact and fire. 

Although the 500 — these calamities 
apart — was understandably regarded as 
something of a joke by cosmopolitans with 
the advantage of a continental and/or 
\merican education in automobile racing, 
there were others who took it extremely 
seriously. Those responsible for readying 
the Austin works team in 1930, for in- 
stance put all three cars and their six 
drivers through full 500 miles rehearsals 
before the race, including stopwatched 
and meticulously logged and drilled pit- 
stops under active-service conditions. Such 
foresight and preparedness paid off, out- 
right victory rewarding the Seven codriven 
by Sammy Davis and the Earl of March 
(Considering that this baby screamer, 
powered by a flat-head engine with a two 
bearing crank, averaged 83.42 mph and 
was controlled at over 87 for a considerable 
part of the race, it isn’t surprising the two 
other works Austins found the pace too 
hot and blew up). 

Often, though, 500 pitwork and car con- 
trol was ham and dilatory in the extreme, 
exemplified by a 1931 incident. A Talbot, 
driven by Lewis and Saunders-Davis, was 
beating its handicap and leading the race 
when they brought it in for a due wheel- 
change. It then developed that the best the 
pit could muster in the way of hoisting 
equipment was a pair of small screw type 
jacks issued with the standard toolkit. The 
stop took 3 mins. 7 secs. and Lewis wasn’t 
leading anymore when he finally resumed 
motoring. The Talbot placed second. 

There were even examples of drivers 
failing to memorise the whereabouts of 
their own pits and the look of their own 
signallers, an omission which in 1934 had 
the curious result that a fellow named 
Ashby inadvertently responded to some- 
body else’s come-in signal and paid a call 
on a pit with which he wasn’t even on 
speaking terms. 
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By virtue of a win for a 750 — the 
Davis/March Austin — in 1930, the Brook- 
lands 500 temporarily surrendered the 
title of the world’s fastest long distance 
race to Indianapolis; but the Dunfee and 
Paul victory in 1931 on the Speed Six 
Bentley, at 118.39, turned the tables 
again; highest Indy speed at that time was 
still the six years old record set by de Paolo 
and Batten in ’25, at the close of the 2- 
litre era. 

The Class H resurgence in 1932, when 
Horton’s Midget won at 96.29 mph, once 
more tipped the balance in favor of 
Indianapolis, where that year’s speed had 
been a local all-time fastest at 104.14. Sub- 
sequently, Brooklands didn’t get the blue 
ribbon back until 1935, when John Cobb, 
partnered by one of his Bonneville co- 
drivers, Tim Rose-Richards, whistled and 
swished around to make it 121.28 for the 
prescribed 181 laps of Britain’s 2.767-mile 
track. Handicapped by a tightened-up fuel 
consumption formula, the 1936 Indy win- 
ner fell more than seven miles short of 
Fred Dixon’s successful 2-litre Riley at 
Brooklands in 1936: unblown, this re- 
markable car, built and tuned by its re 
markable owner, did 116.86. 

And that was the last Brooklands 500 
ranking in distance with the Indianapolis 
prototype. For 1937, to allay the ennui that 
seemed inseparable from the traditional 
race length, and also in the hope of drum- 
ming up a bigger field, the BRDC reduced 
the sentence to 500 kilometers, or about 
312 miles. By this dodge they were still 
able to call it the Five-Hundred. Compari 
sons between the U.S. and U.K. marathons 
under these out-of-step conditions are of 
course invalid, but for the record, John 
Cobb and Oliver Bertram averaged 127.05 
in 1937 on the former’s 24-litre Napier 
Railton. 

Technically, and as a piece of track 
manship, Dixon’s 116.86 mph average on 
two unblown litres was the outstanding 
performance of the whole series. That 
time, in 1936, he used a codriver, but on 
the occasion of his previous win, two years 
earlier, he’d done all his own chauffeur- 
ing, turning 104.80 in nonstop pelting rain 

In Britain, of course, we never did and 
still don’t postpone races on account of 
rain, partly because any alternative date 
we dared pick on would probably turn out 
wetter still. But the 1934 Five-Hundred 
was so aquatic that John Cobb, not a 
man who minded getting his feet wet in 
ordinary circumstances, decided that on 
concrete that was literally awash the 
Napier Railton’s 900 horsepower was a 
hindrance rather than a help; so he sen 
sibly quit after a few hundred miles. 

Of the several wrecks that punctuated 
this water-logged race, one was notable 
for an extraordinary coincidence. The late 
Walter Handley, driving Gearge Eyston’s 
Magic Magnette, went into what started 
as a fairly routine spin at 120 — and fin 
ished with the MG pinpointing and de 
molishing its own signalling station along 
side the Railway Straight. Multiply the 
lap distance by two — to arrive at the 
length of the infield plus outfield bound- 
aries — and you realise that Handley 
had 5.535 miles in which to make his 
exit; but no, he had to pick that exact 
spot. Luckily, his signals man saw him 
coming. 

(Continued on page 95) 
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WIND DEFLECTORS 


FULLY RETRACTABLE (Pat. Pend.) 
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READY TO MOUNT 
TRIPLE CHROME PLATED 
DETAILED MOUNTING INSTRUCTIONS 
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VENTS COOL AIR IN IF DESIRED 
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Lancia Appia 
(Continued from page 59) 


knob to reduce the possibility of barking 
an elbow while maneuvering 
thoughtful touch. 


a typically 


To start from cold you pull back a mix 
ture-control lever that chokes the single- 
throat Solex carb. You press the ignition 
key to activate the starter and it may take 
two or three tries to light the little V4 en- 
gine. When it fires in the presence of 
strangers you can count on surprised ex- 
caused by the near- 
total silence and by the faint, turbine-like 
hum which the engine emits. 


pressions. These are 


The four-speed transmission does not 
have a synchronized first gear but first 1s 
engaged easily without clashing if the 
operation is not rushed. The ratio is quite 
low and the car jumps forward with lively 
acceleration and a soft gear whine. The 
other three gears are silent and their syn 
chronization is faultless. The transmission 
and column shift do exactly what they 
were intended to do and do it 
and without a trace of balking. 

Che spacing of the 


smoothly 


ratios makes it easy 
to stay abreast of brisk city traffic and, 
much of the time, ahead of it. Third is an 
extremely useful gear and is ideal for 
nearly full-time use in traffic, providing 
both good acceleration and good engine 
braking. The downshift from fourth to 
third is as smooth and easy as flapping a 
turn indicator and it’s a pleasure always 
to use this gear in any braking operation. 

The factory manual for the Appia 
recommends use of third up to 50 mph 
although fourth pulls strongly from much 
lower speeds. In third the car will wind 
out to 55 mph with ease and much 
faster than that if you want to approach 
valve float. 

In top gear the Appia is happily at home 
cruising in the 70’s. It does this as smoothly 
as the proverbial sewing machine and with 
as little sound. In fact, the engine barely 
can be heard above the rush of air past 
the car’s body. 
speed for the 


The manual specifies a top 

Appia of 80 mph. We 
achieved this with a one-mile approach to 
the quarter-mile timing trap but the cai 
still was accelerating gently and our elec- 
tronic tachometer indicated about 4800 
rpm, at which the engine develops its hp 
peak. But we had topped 6000 in the in- 
direct gears and the engine wants to wind 
beyond 4800 in fourth. The Appia’s 
speedometer, incidentally, is one of the 
most accurate ones that we have en 
countered. 

Steering is by worm and sector gears. 
With the car in motion it is finger-light 
and at a standstill could hardly offend the 
power-steering addict. Except for a very 
faint feedback of road shock to the wheel 
the steering perfect. The Appia steers 
no differently at 80 than it does at 10 mph 

This car’s front suspension is by means 
of Lancia’s venerable and famous solid 
front axle with sliding pillars and coil 
springs. Rear suspension is by conven 
tional semi-elliptic leaves. The ride is one 
of those delightful combinations of firm- 
ness without sharpness and the shock ab- 
sorbers are adjustable to suit individual 
tastes. The manual calls for 21 psi tire 
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inflation pressure. We found this to pro 
duce a mushiness in the corners and in 
creased the pressure of 27 psi all around. 
The suspension absorbed the increased 
harshness; the ride was scarcely changed 
but cornering bite was considerably im 
proved. 

The Appia is such a competent and 
comfortable car that we feel it would be a 
pleasure to make a round-the-world tour 
in one. But although it is designed to give 
complete satisfaction in the 
and on the f 


mountains 
ast autostrade of its native en 
vironment it is hardly a serious Mille 
Miglia contender. It is a fine touring 
vehicle and must be judged as such 

Even with full use of its excellent geai 
box the Appia hasn't the torque to get it 
through turns in a real hurry, assuming 
that the chassis could handle higher corn 
ering forces. It can be cornered with verve 
speed and safety up to quite decent limits 
but limits that are well below those de 
signed into the Aurelia Gran Turismo, for 
example. When the Appia reaches its 
limits in a turn it makes a gradual break 
away on all four wheels, rather than 
mainly sliding its front or rear end. Its 
cornering behvior is completely compatible 
with the car’s overall personality. Only 
one defect was noted. On downhill hairpin 
bends taken at tight lock, there seems to 
be a binding in the front end’s sliding 
pillars with a resultant hopping of the 
front wheels. The conditions that evoke 
this behavior occur rarely and this is the 
sole functional shortcoming of any signi 
ficance that we found in the \ppia. 

The car’s brakes are all that might be 
expected of a mountain-bred thorough 
bred. The ratio of friction area to car 
weight is high; all brake drums. are 
deeply finned; the front drums, whict 
bear the highest loads, are of light alloy 
all shoes are of light alloy. In our punish 
ing ten emergency-stop test from 60 mpl 
the decelerometer registered no trace of 
fade. The required pedal pressure is light 

Light weight helps the Appia’s braking 
acceleration, speed and feel economy. I 
spite of its feel of gzeat solidity our tes 
car weighed in at 2100 Ibs., soaking we 
and carrying test gear. The extensive us 
of aluminum, inclucing the hood and al 
four doors, contributes to this. But the 
car is not small. It is designed to carr) 
four adults in real comfort but will handk 
six. Its trunk is of generous size; the glove 
compartment is tiny but there are larg 
pockets in each of the four doors, plu 
roomy receptacles for incidentals at eacl 
side of the body beneath the 
panel. 


instrumen 
Vhere’s also a useful parcel shel 
behind the rear seat 

The narrow-vee, four-cylinder engin 
could be the subject of an enthusiastic fea 
ture in itself. Suffice it here to say that th 
little power unit is superb in design, ex¢ 
cution and performance relative to siz¢ 
It yields as good fuel economy as you’) 
willing to drive for; if you flog it unmer¢ 
fully you can get as few as 26 mpg; 30 to 3 
mpg is typical of normal driving cond 
tions. The engine is impressive f 
strength, thrust, smoothness and _ silenc 
Also, it’s beautiful. 
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Rate: 35¢ per word. Minimum 10 words. Sept. issue closes June 19th. Send orders and remittance to: SPORTS CARS ILLUSTRATED, One Park Ave., N.Y.C. 16. 





FOR SALE 


CLASS H Modified racing cars and equipment. Selling 
three successful H-bombs and many spares. Phone, 
wire, or write for free list. Car pictures 50 cents. 
Seeley-Turner, Inc., 1455 Xenia Avenue, Yellow 
Springs, Ohio, Rockwell 7-7685. 


CONNAUGHT Grand Prix. Single seater racing car, 
number B.2. Actual Syracuse Grand Prix winning car, 
fitted with Alta 2 liter engine w/twin Weber 
carbs. Has only been owned and entered by Mfgs 
Spare wheels and other spare parts included. Entire 
car is in superb cond. and ready for use. Full history 
available to genuinely interested purchasers. We 
will export anywhere. Inquire to Mr. Knight, Coombs 
& Sons (Guilford) Ltd., Portsmouth Rd., Guilford, 
Surrey, Eng. 


JAGUAR XK-150 Hardtop, white with crome wire 
wheels and heater. Gave it the college try, just 
couldn't fit family in it. 5500 miles, never raced 
Best cash offer. Box 108 Sports Cars Illustrated, 
One Park Avenue, New York 16, N.Y 


MERCEDES-Benz 300-SL rdstr. White w/red leather 
interior. Polished alloy wheels. Becker Mexico twin 
speakers, automatic antenna, 12,000 mil. Immac- 
ulate, Concours Conditions, never raced. $8500 
Vittone, Box 169, Riverside, Calif., OVerland 3-3950 


ALFA Romeo Gran Turismo sport coupe. Special 
aluminum body by Zagato of Milano, italy. 1900-cc 
Alfa Romeo engine especially prepared for racing 
by Messers. Conrero, Torino, Italy. Speeds to 220 
KPH or 140 MPH, five speed gear box, knock off 
wire wheels, finned brakes, etc. New cherry red 
hand rubbed lacquer. Cost $10,000.00. Two years 
old. $3750 firm. Thompson, 15 S. West Street, York 
Penna., 81852 


ELVA (Stage Ii! Climax) guaranteed. $3500., Tann- 
hneuser, 714 W. Wisconsin., Milwaukee 


MASERATI. Works official 1957 Grand Prix team car 
Driven by Behra. Special lightweight chassis, com 
pletely rebuilt by works for 1959 European season, 
spares, etc. $11,000 or nearest offer. Maserati 
Norks official 1957 Grand Prix team car; Driven by 
Scarlatti, prepared by works for 1958 European sea- 
son. Never raced, spares, etc. $10,000 or nearest 
otfer. Both cars—Ken Kavanaugh, Hotel Moderno, 
Bergamo, Italia. 


RIGHT-HAND Steer, believed to be the only one in 
this country. 1955 Jaguar XK140 MC roadster, 
chrome wires. Concourse winner. Eugene Renberg, 
223 Fulton, Waukegan, Illinois 


RALLYISTS — cut down those penalty points. New 
Improved Stevens Supreme Calculator with Odometer 
Error feature will bring home the Trophies. With 
Leather Case. $14.00 PPD. Rose Peaslee Sports Car 
Accessories, 113 Main St., McHenry, III 


FACEL-Metalion (Comete) 1954 5 pass. spts. cpe., 
white w/brown leather. Reworked Corvette V-8, 3 
carbs., Mallory ign. Truly fine car. Mint cond. Over 
$3,000. R. J. Doherty 1675 N. 21st. Arl. 9, Va 
JA-7-9579 


GOVERNMENT Sells—Surplus Boats; LST’s; LCVP’s; 
Aircrafts; Helicopters; Jeeps; Trucks; Tractors; Ra- 
diotelephones; Misc—Buy direct now from U. S. Gov- 
ernment—‘‘Depot List & Procedure’ $1.00—Brody 
Box 8-SC, Sunnyside 4, New York 





EQUIPMENT 





JAGUAR owners, Healey owners: Stainless Steel Flex- 
ible Exhaust Tubing Permanent replacement between 
exhaust pipe and muffler. Complete with heavy-duty 
clamps. Healey $5.50. Jaguar $5.95 (modified re- 
quires two) postpaid. Quantity inquiries invited from 
dealers. Wilco, P.O. Box 1128-S, Rochester 3, N.Y 


FOREIGN Car Auto Wrecking. Used and rebuilt parts 
available for over 600 cars. Sports Car Engines, 
transmissions, rear-ends, and complete chassis’ our 
specialty. New and Used Accessories. Complete stock 
of generators, starters, distributors, fenders, doors, 
grills, glass, wheels and tires. All parts guaranteed 
All inquiries promptly answered. Dealer discount 
given. All prices F.0.B. Los Angeles. Grand Prix Auto 
Parts, 12613 Sherman Way, No. Hollywood, Calif 
ST 7-5479, PO 50360 


THE Truth about Speed-Power-Mileage Equipment. 
Free Catalog. Write! Almquist Engineering. Milford 
SC2, Pennsylvania. 

PLATINUM Plugs Perform Better . . . Outlasts ordi 
nary plugs 5 to 1. Because Platinum wears much 
better than nickel, the platinum electrodes can be 
made about one third the size of nickel points 
These smaller electrodes allow the fuel air mixture 
to flow very freely around the spark gap, giving 
quicker, smoother combustion. This results in easier 
starting and up to 25% better gas mileage. $4.00 
Each. Dealer & Jobbers Inquiries invited. Lodge 
Spark Plug Company, 401 E. Washington Bivd., 
Dept. S.C., Los Angeles 15, California. 


ITALIAN Equipment: Magnesium wheels; Alfa: 1500cc 
pistons, liners $88.00; camshaft kit $120.00; Fiat 
750cc kits $425.00; Crosley: alloy rods $30.00 
Catalogue available. Ram Engineering—Via Leutari, 
29, Rome, Italy. 


ATTENTION Volkswagen Repairmen: Bench mount:ng 
repair stand for Volkswagen engines. Adjustable so 
engine may be rotated full 360°. Price $49.95 F.0.B 
Spenco, Inc., Penndel, Pa 

ORIGINATORS of reversed wheels for hot rods, Cus- 
toms, Pickups, any width wheel. Specialists for 35 
years. Wire, disc, foreign & domestic. All makes 
repaired, rebuilt, chromed. Western Wheel & Rim 
Service, 420-25th St., Oakland 12, California 
VOLKSWAGEN, Porsche, Ghia owners! Are you getting 
tired of smelling gas fumes? New device screws 
on bottom of gas cap — prevents gasoline from 
splashing out of cap. Prevent-A-Leak, made com- 
pletely of brass, is guaranteed life of car. Only 
$2.50. Advance Engineering, Dept. S6, Box 2274, 
Dallas 21, Texas. 

FAGEOL 44 and 60 cubic inch overhead cam engines 
and parts. Ideal replacement for old tired Crosleys 
Dealer inquiries invited. Dept. S, 666 Alvin, San 
Diego 14, Calif 

TRIPPE Senior Safety Driving Lights. World's Most 
Powerful 81/2” Diameter Complete with ail 
brackets, fittings, wiring and Guimite wrenches 

A must for all prize-winning Classics Brand-new 
in original boxes . $35.00 per pair, f.o.b. A. Ward 
Shanen, 244 S. Orkney Street, Philadelphia 48, Pa 


ACCESSORIES SP 


MOTOR Sports Book Ciub. New Way to Build Your 
Library and Save Money. Bonus Book Plan. Write for 
Information: Box 1969 GCS, N.Y. 17 


FOREIGN Auto Radio Distributors, selling servicing 
Becker AM FM & English sets, 20% disct or more 
Square Electronics, 150-60 Northern Bivd., Flushing, 
N.Y. HI 5.2715 

SAFETY Belts, Government Surplus B-11, Quick re- 
lease Buckle, leather reinforced. $6.00 Postpaid 
Send Check With Order. Greiff, 506 Broadway, 
 ¥. ¢ 


EMBROIDERED 3 Inch Cloth Emblems; MG, Jaguar, 
Austin-Healey, Volkswagen, Porsche, Mercedes, 
Triumph, Alfa, Corvette, Fiat, Renault, Ace, Ferrari 
$1.00. Novelties, Accessories, Racing and Rallye 
Equipment. Free Catalog. M. G. & C. Company, Box 
2514, Cheektowaga 25, N 

STOP Watches 7 Jewel 1/5 or 1/10 Second $17.95. 
Excellent Value, Satisfaction Guaranteed. Free Cata 
log. M. G. & C. Company, Box 2514, Cheektowaga 
25, New York 

FREE brochure features accessories for cars, clubs 
enthusiasts. Golden Falcon, 25 North Genesee, Wauk 
egan, Illinois 

SPORTSWEAR—Sports and Domestic Car—Tee Shirts 

Sweat Shirts—Crests made to order. Write for il- 
lustrated sheet. International Crestmark, Plaistow 
15, N. H 


M G A External door opener. Parts and instructions 
$3.00 ppd. Drawings and instructions only $.50 
No C.0.D. R & R Products Co. 706-16th Ave. Belmar, 
ee 


RADIOS, for Sports & Foreign Cars ‘‘HiFi-Tone’’ 
6 tube superheterodyne only 6” x 8”. Guaranteed 
performance and fit. $31.95 ppd. Specify voltage 
Autoradio, 132 State, Schenectady, N. Y. 

SEAT Covers, Pile Carpets, for Sports & Foreign 
cars, Custom tailored, imported fabrics. Guaranteed 
fit. Specify make & model for prices. Autoradio 
132 State, Schenectady, N.Y 


PLANS: & KITS 


BUILD Your Own Tachometer, (electric) at tremen 
dous savings. Complete plans and _ instructions, 
$1.00. Alanne Engineering, Box 135, Watertown 3, 
Conn. 

ATTENTION Specials builders! Sport Car Components 
built to order. Tubular frames, De dion rear ends 
tubular axles, torsion bars and arms, Watts linkage 
suspensions. Call or write Payne’s Garage, 1665 N 
Broadway Road, Hastings, Michigan, Windsor 5-4135 
JABRO 750 Sports car. Build your own competition 
or street car from Crosley parts. Drawings, bodies, 
space frames, speed accys. availabie. Send 25¢ to 
Jabro S! #1 Sunnymead, St. Louis 24, Mo 


SPECIAL Design—The Magazine of Sports Car Build- 
ing. Devoted exclusively to home-built and limited 
production specials. Well illustrated instructions; 
where-to-buy information; many other features of 
interest to sports car builders and modifiers. Current 
issue; more on the Crosley. Send $1.00 for 4-issue 
trial subscription. Robertson Publications, 2993-1! 
Amulet Street, San Diego 11, California 


NEW! Jabro MK 1! 750. Build your own competition 
or sports car from Crosley parts. Drawings, bodies, 
space frames, speed info and accessories. Send 
25¢ to Jabro SI, #1 Sunnymead, St. Louis 24, Mo 


SPORTS CAR BODIES 


FIBERGLAS Sports Bodies—Easily bolts on Crosley, 
Fiat, etc.—$295. Jaguar, Ford, Chev., etc.—$495. 
Free Brochure. Almquist Engineering, Milford SC4, 
Pennsylvania 


U.S. & FOREIGN JOB REPORTS 


JOBS High Pay; USA, So. America, The Islands 
All trades. Many companies pay fare. Write Dept 
72E, National Employment information, 1020 Broad 
Newark, N. J 

LEADING manufacturer of wet and dry type storage 
batteries now setting up to sell through manufac 
turer’s agents. Many territories available. Give 
complete resume first letter. Box 109. Sports Cars 
Ilustrated, One Park Ave., New York 16, N.Y 
JOBS on Ships and Yachts traveling foreign coun- 
tries. Davenport's GPO 1354-C NY 1, NY 


MISCELLANEOUS 


SPORTS Car Sketches—For enthusiasts, 8x 10 Pen 
& Ink Drawings. Lotus, Maserati, Testa Rosa, Porsche 
Spyder, 300-SL, Ferrari, D-Jaguar, XK-140, TR-3 
Porsche coupe, VW, MG-TC-TD-TF-A. Complete set of 
15 prints $6.00, 12 prints $5.00, any four $2.00 
No C.0.D.’s. Ed Wood, 8310 Hood Dr., Richmond, Va 
SPORTS Car Dealers! Someone ‘‘borrowing’’ your 
personal copy of Sports Cars Illustrated each month? 
You ought to be taking advantage of Sports Cars 


illustrated’s convenient re-sale plan. Sell copies in 
your showroom perform a good service for your 
customers with no risk involved. For details 


write: Direct Sales Department, Sports Cars Illus 
trated, One Park Avenue, New York 16, N.Y 


MAGNIFICENT full color prints. World Famous Sports 
Cars, 6 large 12x14” suitable for framing, value over 
$12, only $1.50 postpaid. Borden Publishing Com 
pany, 3077 Wabash Ave., Los Angeles 63, California 


FOREIGN Speedometers, clocks, tachom te 
perature gauges repaired and recalibrate f 
price. Send to Mack Instrument Serv Mack 





Avenue, Detroit 15, Michigan 

10 FOREIGN Car Catalogs for $1.00. 60 for $5.00 
all different and rare. R. Veen. Nyangsvagen. 48 
Bromma, Sweden 

JOIN the Competition Observers Club. See race 








See Rallies See Girls es, No meet 
ngs, no sweat. Just get out and arve! Send 50¢ 
for two-color ‘‘Competition Observers Club”’ officia 
dashplaque to: C.0.C., Box 1372, Oakland, Calif 

WHY use petroleum o n your engine when me 
thing better is available? T C then n 
made synthetic lubricant. Car T art gur 
sludge, varnish. Holds flat viscosity rate thruout 
entire heat range. Not an additive, but the 


cessor to oil. 6 quart trial size $13.10 postpaid 
Brochure on request. Dealerships open in Eastern 
U.S. Competition Chemicals, Box 141, lowa Falls 
lowa 
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SHOPPING GUIDE 


Classified 


A HANDY GUIDE TO PRODUCTS AND SERVICES 
NOT NECESSARILY AUTOMOTIVE, 
BUT OF WIDE GENERAL INTEREST. 


PHOTOGRAPHY, FILM 
EQUIPMENT, SERVICES 


SAVE $$$. Fresh 8mm, 16mm B & W and color film 
Home Processing Equipment. Free Catalog. Superior 
Film Co., 456 N. Wells, Chicago 10, III. 

RACING Photos . Sports Car Features .. Pictorial 
coverage of Western USA and Europe. Introductory 
subscription $1. for 5 months . . . Mail $1.00 to 
Sports Car Pictorial, P.O. Box 1372, Oakland, Calif 


MISCELLANEOUS 


“‘WINEMAKING,”’ $1.00. ‘Stout, Beer, Ale Brewing,”’ 
$1.00. Both Iilustrated. Eaton Books, Box 1242-V, 
Santa Rosa, California. 

POLISHED gem stones sent on approval to collec- 
tors, students, schools and hobbyists. We can 
mount the stones of your choice in beautiful hand 


made sterling settings. New England Gem Co., 
Dover 3, Mass. 




















Driving The MG Twin Cam 


(Continued from page 79) 

a bit to the right between there and point 
#9. I consider that I am in perfect position 
at point #10 if the left front wheel is 
about six-feet from the left side of the 
road and the car is pointed dead ahead, 
into the short straight that separates the 
two sections of the Esses 

And that, my friends, is the lesson for 
today. It won’t make a race driver out of 
you overnight, but if you are really serious 
about going into competition you should 
begin to see, from the above description 
that it is a complicated business oops, 
sport—one that requires a great deal of 
practice and experience. Before you go out 
to race, vou should be certain that you are 
complete master of your car, and have 
confidence in vour ability to handle any 
situation 


—da 








Brooklands 500 


(Continued from page 95) 


caught him full in the face. With the 
phlegm for which he was famous, Cobb 
never ducked or swerved. Assisted by co- 
driver Rose-Ricards (who alternately gal- 
lumphed clear over the gashes or rode a 
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Great genius 1s behind the Prinz 


Yes, the great power behind the exciting Prinz is this famous NSU, German-engineered, rear motor. 
It gives you the most trouble-free 70 miles an hour in the world, up to 50 economical miles per gallon. 
And you get every great design feature for pace-setting performance, too. Independent wheel sus- 
pension! Four-gear shift! Snappy acceleration! Superb road-holding! The vision in this joyful car 


is remarkable. So come see what’s behind all the excitement 






about the Prinz. Get behind 


the wheel today! 


FROM 


P.O.E. NEW YORK/HIGHER WEST COAST/U.S. IMPORTER: FADEX COMMERCIAL CORPORATION 
$1398 Executive offices and showroom, 487 Park Avenue, Dept. S-6, New York 22, New York. Dealers from coast to coast 


Overseas delivery arranged for your European pleasure. Write for literature and address of your nearest dealer 
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